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Train Accidents in December. 


The following accidents are included in our record for the 
month of December : 





COLLISIONS. 
REAR, 


3d, a. m., freight on Alabama Great Southern broke in 
two near Porterville, Ala., and rear section ran into forward 
one, wrecking several cars, killing a brakemen and injuring 
the conductor. 

4th, a. m., freight on Missouri, Kansas & Texas ran into 
another freight in Denison, Tex., damaging several cars. 

4th, night, passenger train on Cincinnati, Indianapolis & 
Chicago ran into freight car blown out of siding by a high 
wind, and the engine and 3 cars were damaged, injuring the 
engineer, 

oth a. m., passenger trainon Lehigh Valley ran into rear 
of a freight near Catasauqua, Pa., wrecking a caboose and 
injuring a brakeman. 

5th, night, coal train on New York, Lake Erie & Western 
ran into some cars broken loose from preceding freight near 

Port Jervis, N. Y., damaging several cars. 

_ 6th a. m., freight on Chicago, St. Louis & Pittsburgh ran 
into preceding freight at Mingo Junction, O., damaging 
several cars. 

6th, night, freight on New York, Lake Erie & Western 
broke into two near Binghamton, N. Y., and rear section 
ran into forward one, wrecking 2 cars. 

8th, a. m., freight on Burlington, Cedar Rapids & North- 
ern ran into 2 cars blown out from a siding upon the main 
pore near Bard, Iu., and an engine and 8 cars were dam- 
aged. 

9th, a. m., coal train on Erie & Wyoming Valley broke in 
two near Summit, Pa., and rear section ran into forward 
one, wrecking 5 cars. 

10th, night, freight on East Tennessee, Virginia & Georgia 
broke in two near Roseland, Ga., and rear section ran into 
forward one on a trestle and 17 cars were thrown from the 
trestle and wrecked. 

10th, a. m., freight on Atlanta & West Point broke in two 
near Long Cane, Ga., and rear section ran into forward one, 
driving the front car up upon the tender and wrecking it, 
killing an engineer and injuring a fireman. 

llth, p. m., passenger train on Wabash, St. Louis & 
Pacific ran over a misplaced switch in Detroit, Mich., and 
— some cars On a siding, wrecking 2 cars and injuring a 
aborer. 

14th, midnight, East Tennessee passenger train ran into 
Georgia Pacific passenger train, which had stopped for water 
near Austell, Ga., ou the track used by both roads. It is 
claimed that the East Tennessee train*was running at too 
high a speed, and without keeping proper lookout for other 
trains. The collision wrecked the Georgia Pacific passenger 
cars completely, killing 10 mgers, injuring 4 others 
fatally and 6 less severely. he East Tennessee locomotive 
passed almost entirely through the rear-car of the other 
train, and most of those fatally hurt were scalded by the 
escaping steam from the locomotive. . 

17th, early, freight on Central Vermont broke in two near 
Montpelier Junction, Vt., and rear section ran into forward 
one, damaging several cars. 

17th, a. m., freight on East Tennessee, Virginia & Georgia 
ran into preceding freight which had stopped for water at 
Greenville, Tenn., and had sent out no flag. Eleven cars 
were wrecked. 
_ 21st, night, freight on Michigan Central’ ran into preced- 
ing freight near Chesaning, Mich., wrecking the caboose and 
killing a trainman. ; 

23d, night, passenger train on Boston & Lowell ran into 
rear of freight near Billerica, Mass., wrecking 2 cars and in- 
juring 2 trainmen. The freight was just going on a siding 
and had sent back a flag, but the man did not go far 
enough. 

_2oth, a. m., passenger train on Cleveland, Columbus, Cin- 
cinnati & Indianapolis ran into some cars broken loose from 
a preceding freight near Marion, Ind., damaging several 
cars. 

26th, very early, freight on Pittsburgh, Cincinnati & St. 
Louis ran into preceding freight just going into a siding at 
Philadelphia Roads, Pa., wrecking engine and several cars, 
injuring 2 trainmen and a tramp. It is said that all the crew 
of the second train were asleep in the caboose and did not 
hear the engineer's call for brakes. 

27th, a. m., 6 cars of freight on Atlantic & Danville broke 
loose from a train at Claremont, Va., and ran back down 
grade and into some other cars standing on the wharf, throw- 
ing them into the James River. 

_ 28th, p. m., freight ou Louisville, New Orleans & Texasran 
into rear of construction train near Knoxville, Miss., wreck- 
ing the caboose and injuring 2 trainmen. 

_ 29th, night, freight on Chicago, St. Louis & Pittsburgh ran 
into preceding freight near Logansport, Ind., wrecking engine 
and 5 cars. It is said that the second train was beyond con- 
trol, the brakes failing to hold it. 

_ 30th, a.m., freight on Florida Railway & Navigation Co.’s 
line ran into preceding freight near Wellborn, la., wreck- 
ing several cars, killing the conductor and injuring 4 passen- 
ger in the cat.oose. 

_ 30th, a.m., freight on Wabash, St. Louis & Pacific ran 
into preceding freight near Kinder, Ill., wrecking several 
cars, killing conductor and injuring two other trainmen. 

30th, a. m., freighton Buffalo, Rochester & Pittsburgh 
broke in two near Bradford Junction, Pa., and rear section 
ran into forward one, wrecking several cars. 

31st, a.m., passenger train on Houston & Texas Central 
ran into rear of freight near Garrett, Tex., wrecking 2 
— and injuring 9 passengers in the caboose, 2 of them seri- 

usly . 

3st, p. m., freight on New York, Lake Erie & Western 
ran into cars_broken loose from a preceding freight near 

Otisville, N. Y., wrecking 6 cars and injuring a brakeman. 


BUTTING. 


2d, p. m., butting collision between two freights on Balti- 
more & Ohio, near Washington, Pa., wrecked both ‘ines 
-_ a number of cars, killing 2 trainmen and injuring 7 

ers, 

3d, a. m., butting collision between passenger and freight 
train on Vicksburg, Shreveport & Pacific, near Munroe, t. 
wrecked both engines and 1 car and killed one passenger. 

4th, very early, butting collision between two freights on 
Pittsburgh, Fort Wayue & Chicago, near Leetonia, O., 
piled up both engines and 11 cars in a very bad wreck, in- 
Teed 4 trainmen severely and blocking the road nearly 


y- 
7th, night, butting collision between two freights on Pitts- 
burgh, Cincinnati & St. Louis, near Denison, O., wrecked 





both engines and 6 cars and killed a brakeman. The acci- 


dent is said to have been caused by the mistake of an | da 


operator. 


18th, a. m., butting collision between two freights on Lake 


Shore & Michigan Southern, near Laporte, Ind., wrecked 
both engines and 9 cars. 
22d, p. m., butting collision between two hts on West- 


ern North Carolina, near Marion, N. C., wrecked both engines 
and several cars, killing 3 trainmen andinjuring 5 others. 
It is said that the conductor of one of the trains his watch 
an hour slow. 

830th, night, butting collision between two freights on Mich- 
igan Central, near Carrollton, Mich., wrecked both engines 
and several cars, killing a fireman and injuring an engineer 
and another fireman. 

31st. night, butting collision between ~~ w and wild en- 
gine on Michigan Central, near Frankfort, Il].,damaged both 
engines and several cars. 


CROSSING. 

_ 3d, a. m., Indiana, Bloomington & Western freight ran 
into Columbus & Cincinnati Midland freight at crossing near 
Columbus, O., damaging both engines and injuring a fire- 
man. 
_ 6th, a. m., Indiana, Bloomington & Western freight ran 
into Columbus, Hocking Valley & Toledo freight at the cross- 
ing in Carey, O., damaging engine and several cars and in- 
juring an engineer. , 

DERAILMENTS. 

BROKEN RAIL, 


4th, very early, passenger train on Texas & Pacific was de 
railed on a small bridge near Gordon, Tex., by a broken rail, 
and one car went off the bridge and fell into the creek on its 
side, injuring 2 passengers badly and 45 slightly. 

llth, night,spassenger train on Illinois Midland was de- 
railed near Filson, Ill., by broken rail. 

15th, a. m.,.passenger train on Wabash, St. Louis & Pa- 
cific was derailed near Centralia, Mo., by a broken rail and 
7 passengers were slightly hurt. 

15th, night. Leng acd train on Union Pacific was derailed 
near Market Lake, Idaho, by a broken rail. A trainman 
was killed and 8 passengers slightly injured. 

30th, early, freight on West Jersey was derailed near Hus- 
ted, N. J., by broken rail, wrecking 7 cars. 


BROKEN FROG. 


28th, p. m., freight on New York, Lake Erie & Western 
was derailed near Middletown, N. Y., by broken frog. 


BROKEN BRIDGE. 


10th, a. m., freight on New Brunswick road broke through 
bridge near Fredericton Junction, N. B., and the engine 
went down into the river. The firemen was drowned and the 
engineer hurt. The abutments had been weakened by a 
freshet. 
SPREADING OF RAILS. 


1st, a. m., 10 cars of freight on Vicksburg & Meridian were 
derailed near Chunky, Miss., by spreading of the rails. 

1st, a. m., engine of freight on St. Louis, Iron Mountain & 
Southern was derailed at Gurdon, Ark., by spreading of the 
rails and upset. A man was caught under the engine and 
burned to death. © 

4th, early, passenger train on Canadian Pacific was de- 
railed near Sudbury Junction, Man., by the spreading of the 
rails. The whole train ‘left the track and upset and 3 
cars were burned.- There were 7 passengers hurt. 

11th, night, passenger train on Little Rock, Mississippi 
River & Texas was derailed near Arkansas City, Ark., by 
spreading of the rails, and 2 cars upset, injuring 3 trainmen 
and 5 passengers. 

18th, very early, 2 cars of passenger train on East Tennes- 
see, Virginia & Georgia were derailed near Chattahoochee, 
Ga., by spreading of the rails. 


BROKEN AXLE. 
29th, a. m., engine of freight on Philadelphia, Wilmington 
& Baltimore was derailed at Presbyterian Ford, Pa., by a 
broken axle and rolled over down a bank, killing the engi- 
neer and injuring the fireman and 2 brakemen who were on 
the engine. ; 
80th, p. m., freight on Philadelphia & Reading was de- 
railed near Middlebrook, N. J., by broken axle and 4 cars 
wrecked. ; 
BROKEN TRUCK. 


29th, night, 10 cars of coal train on New York, Lake Erie 
& — were derailed near Starrucca, Pa., by a broken 
truck. 
ACCIDENTAL OBSTRUCTION. 


27th, early, nger train on New York, New Haven & 
Hartford was derailed at Pelhamville, N. Y., by planks torn 
up from the station platform and blown on the track by a 
high wind. The engine and mail car rolled over down a high 
— killing the fireman, injuring the engineer and 3 postal 
clerks. 

LAND-SLIDE. 

13th, night, passenger train on East Tennessee, Virginia & 
Georgia ran into a land-slide near Cleveland, Tenn., and 
engine and several cars were thrown from the track and an 
express messenger badly hurt. 


SNOW. 
6th, a. m., freight on Delaware, Lackawanna & Western 
was derailed in Buffalo, N. Y., by snow. 


MISPLACED SWITCH. 


83d, very early, passenger train on New York, Lake Erie 
& Western was derailed near Scio, N. Y., by misplaced 
switch and several cars were badly damaged, and the wreck 
caught fire. car and 1 sleeper were destroyed. The 
engineer was caught under the engine and killed. 
th, night, freight on Cleveland, Columbus, Cincinnati & 
Indianapolis was derailed at Catawba, 0., by misplaced 
switch. 
16th, a. m., engine and 3 cars of freight on St. Louis, Alton 
& Terre Haute were derailed in East St. Louis, Ill., by a mis- 
placed switch. Two trainmen wereslightly hurt. 
18th, night, passenger train on Toledo, Ann Arbor & North 
Michigan was derailed near Alexis, O., by misplaced switch. 
22d, early, engine of freight on New York, Lake Erie & 
Western was derailed near Port Jervis, N. Y., by misplaced 
switch. 
UNEXPLAINED. 


7th, a. m., two cars of —— on Northern, of New Jersey, 
were derailed at Homestead, N. Y., blocking the road two 
hours. 

Sth, night, engine of freight on Allegheny Valley was de- 
railed in Pittsburgh, Pa., and upset. \ ; 

10th, p. m., car of passenger train on Bellaire, Zanesville 
& Cincinnati was derailed near Caldwell, O., and upset 
down the bank. injuring 6 passengers. 

12th, a. m., 7 cars of freight on Flint & Pere Marquette 
were derailed near Manistee, Mich., and a brakeman was 


urt. 
18th, a.m., freight on Buffalo, New York & Philadelphia 
was derailed at Portville, N. Y., wrecking 4 cars and injur- 
ing a brakeman. ? 
8th, noon, car of passenger train on New York, Lake 








Erie & Western was derailed in Paterson, N. J., doing some 


mage. 
18th, p.m., coal train on Pennsylvania Coal Co.'s gravity 
road broke loose near Dunmore, Pa., and after running 
several miles at great speed jumped the track, the whole 
train falling into a deep ravine. Singularly enough this 
wreck occurred on the last day of the operation of the road, 
the gravity road having been abandoned for a new line. 
18th, night, senger train on Canadian Pacific was de- 
railed at St. Martin Junction, Que., and the engine upset, 
killing the fireman and injuring the engineer. 
28th, a. m., freight on Richmond & Danville was derailed 
near Goldsboro, N. C., wrecking 3 cars and injuring the con- 
ductor. 
OTHER ACCIDENTS, 
BOILER EXPLOSION, 
4th, a. m., locomotive of passenger train on Georgia Rail- 
road exploded its boiler when near Barnesville, Ga., killing 
the engineer and injuring the fireman. - 


BROKEN PARALLEL ROD. 

5th, a.m., engine of passenger train on Pittsburgh & Lake 
Erie broke a parallel rod when near Beaver Falls, Pa., dam- 
aging the engine badly. 

30th, night, engine of freight on Missouri Pacific broke a 

rallel rod when near Atchison, Kan., damaging one side 

dly. 
MISCELLANEOUS. 

11th, a.m., car of freight on New Orleans & Northeastern 
caught fire when near Meridian, Miss., and was destroyed. 

31st, night, as freight on New York, Lake Erie & Western 
was passing through a cut near Guymard, N. Y.,a large rock 
rolled down the side of a cut and struck the engine. smashing 
the cylinder and other machinery on one side. 

SUMMARY. 

This is a total of 74 accidents, in which 31 persons were 
killed and 153 injured. As compared with December of last 
year, there was a decrease of 31 accidents, but an increase 
of 7 killed and 44 injured. The number of accidents was 
unusually light for December. 

The twelve months of 1885 show a total of 1,217 acci- 
dents, 307 killed, and 1,530 hurt : an average per month of 
101 accidents, 26 killed and 128 injured. 

A fuller statement of the totais and averages, with a sum- 
mary of the causes of accident, will be found on another 
page. 








The Pennsyivania Railroad Relief Department. 


The Pennsylvania Railroad Co. has for some time had 
under consideration the question of providing a plan by 
which those in its service may be associated for the purpose 
of securing specific relief for themselves and families in 
cases of accident, sickness and death. After a careful in- 
quiry into existing plans having similar objects in view, and 
the special requirements of its employés, the company has 
formulated a plan which, it is believed, will be of permanent 
benefit, and to which the company has determined to render 
its aid by giving its facilities and authority to promote the 
same, contributing liberally for its support, and guaranteeing 
the fulfillment of the obligations assumed under it. 

This plan has been approved by the board of directors, and 
printed copies thereof can be obtained by employés from the 
division officers. The general features of this plan are as fol- 
lows : 


First. The creation of a new department in the service, to 
be known as the Pennsylvania Railroad Relief Department, 
having for its object the establishment and management of a 
fund, to be known as the Relief Fund, tor the payment of 
definite amounts to employés who, under the regulations, 
shall become entitled thereto, when they are disabled by acci- 
dent or sickness, and, in the event of their death from acci- 
dent or natural causes, to their relatives or other benefici- 
aries. In connection therewith, the department is to exercise 
supervision over sanitary matters affecting the health of em- 
ployés, put in operation measures to secure conditions favor- 
able thereto, and take charge of such kindred matters as may 
be assigned to it. 

Second. The fund will be created by an application to 
that purpose, under contracts of employment, of partions of 
the wages of employ,’s, at uniform rates, graded in amount 
according to their regular pay. The company will be trus- 
tee for the fund and responsible therefor, pay any deficien- 
cies which may arisefrom the fund not proving sufficient to 
meet the demands upou it, manage the department, pay the 
operating expenses, furnish the necessary office rocm, and 
grant the services of its officers and agents without charge 
upon the fund. 

Third. Those who shall become entitled to the benefits of 
the fund will be known as ‘‘ Members of the Relief Fund.” 
Their admission to its privileges will be based on applications 
to be made by them in the form and under the terms pre- 
scribed in the regulations of the department. 

Fourth. The department will be in charge of a superin- 
tendent, who will be aided by an advisory committee consist- 
ing of members, chosen equally by the employés who are 
members of the fund and by the board of directors of the 
company, with the General Manager of the company and the 
Superintendent of the Relief Department as ex-officio mem- 





bers. 

Fifth. The benefits will consist chiefly in : Payments of 
stated amounts to members disabled by sickness or by in- 
juries received in the discharge of their duties ; payments of 
stated amounts to designated relatives or other beneficiaries 
of deceased members : free surgical attendance for members 
disabled by injuries in the discharge of their duties ; ar- 
rangements for fixed moderate rates, of which members may 
avail themselves, for medical attendance in cases of ordi- 
nary sickness ; medical supervision over sanitary and other 
matters affecting the health of members. 

Sixth. For the purpose of determining the monthly rates, 
members will be div ided into classes, according to the amount 
of their regular wages per month, as follows: 

1st Class—Those receiving not more than 335. 

2d Class—Those receiving. more than 835 and not more 
than $60. 

8d Class—Those receiving more than 360 and not more 
than $80. 

4th Class—Those receiving more than 880 and not more 
than $100. 

5th class—Those receiving more than $100, 

For members not paid by the month, the classes will be 
determined by the usual amount of earnings per day. 

As far as practicable, those in similar grades of the same 
kind of service will be classed together witaout regarding 
slight variations in the pay of individuals from the limits as- 
signed for the several classes. 

he rates for the first class will be 75 cents per month, for 
the second class, twice as mnuch, $1.50; for the third class, 
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three times as much, $2.25; for the fourth class, four times 
as much, $3.00; and for the fifth class, five times as much as 
for the first, $3.75. 

The amounts applied by employés to the purposes of the 
Relief Fund wil] be deducted from their wages on the pay- 
= monthly in advance, and placed to their credit in the 
fund. 

Seventh. The accident benefits r day, not including 
Sundays, are for the first 26 weeks: First class, 50 cents; 2d 
class, $1; 3d class, $1 50; 4th class, $2, and 5th class, $2 50. 
After 26 weeks the benefits are half the above figures. The 
sick benefits per day, not including the first week or Sundays, 
and not longer than 52 weeks, are the same as for accident 
benefits for the first 26 weeks. 

The payments in the event of death from accident are to 
be: First class, $500; second class, $1,000; third class, $1,500; 
fourth class, $2,000, and fifth class, $2,500. In cases of death 
from natural causes the benefits are one-half the amount 
given in the event of death from accident. Under specified 
conditions members may enter classes higher than those to 
which their pay assigns them and may take additional natural 
death benefits. 

Eighth. In order that the cost of the proposed benefits 
may be as small as possible, and each member derive all pos- 
sible benefit from his payments to the Relief Fund, the num- 
ber participating must be large and regular. In view of this 
and of the responsibility assumed by the company, it will be 
a condition that each person entering the service or promoted 
in it, after the inauguration of the department, shall become 
a member of the Relief Fund and participate in its benefits. 
Persons in the service at that time will, for six months there- 
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hooks can be readily tipped up so as to disengage the bags. 
The folding tables are used for sorting the newspapers. It is 
obvious that at one part of the journey there may be a great 
deal of sorting to be done, necessitating the use of a good 
many tables, but that as the journey progresses bags already 
sorted accumulate, and take up considerable room. It is, 
therefore, convenient to fold away the racks and tables, and 
pile up the sorted bags in the space thus set free. 

The sorted bags, for a station at which the train is not 
timed to stop, are simply thrown out on the platform as the 
train passes, no crane being required. 

The following are some of the advantages claimed for this 
style of sorting apparatus: 

The car contains more separations for mail, and more space 
for separations, and at the same time affords more storage 
room. 

More men can work in the car, while much more mail can 
be worked by each man, because the tables and racks are all 
in sections, portable and adjustable to any point, place or 
grouping desirable, and the matter is thrown directly to the 
bag to be filled and tied or locked out, and so is handled in 
piece and in bulk but once. 

The whole car floor is utilized as wanted, alternately for 
storage, for working mail, for clear space, alleys or passage 
ways in any direction or part of the car. The tables drop or 





Car in Full Working Order. 


after, be afforded the privilege of participating without 
regard to.age or physical condition. 

Ninth. The operations of the Relief Department will com- 
mence Feb, 1, 1886, from which date applications will be re- 
ceived. The payment of contributions and the title to bene- 
fits will not commence until Feb. 15, 1886. Applications are 
to be nade to those under whom the applicants are employed, 
who will afford employés an opportunity of examining the 
regulations of the Relief Department, and will furnish 
blanks for applications, and any required clerical assistance 
in filling them up, and will forward them as may be directed. 
As the privilege of participation will hereafter depend upon 
age post ¢ physical condition, those now in the service may be 
debarred from participation if they delay applying until 


after the —— uring which the privilege is open to them. 
Tenth. The company having established this method of re- 


lief for its employés, and undertaken the management and 
expense thereof, will discontinue the allowance of gratuities 
after the expiration of the period of six months before men- 
tioned, and all fines paid by employés for dereliction of duty 
will be added to the Relief Fund. 

The Northern Central Railway Co., the West Jersey 
Railroad Co., the Philadelphia, Wilmington & Balti- 
more Railroad Co., the Camden & Atlantic Railroad 
Co., the Baltimore & Potomac Railroad Co., the West 
Jersey Ferry Co. and the Camden & Philadelphia Steam- 
boat yee’ d Co., in which corporations the Pennsyl- 
vania Railroad Co. is largely interested, and whose works 
are associated in management, have adopted similar re 
lief projects and entered into an agreement with this com- 
pany for the joint management of their several relief depart- 
ments, with that of this company. For convenience of des- 
ignation the joint operations of the said relief departments 
are to be conducted under the title of ‘‘The Pennsylvania 
Railroad Relief Department,” all applications by employés 
and the agreements therein made being, however, to and with 
the company in whose service the applicants shall be, each 
company assuming obligations with regard to the same, and 
to their employés in connection therewith, similar to those 
assumed, as above stated, by the Pennsylvania Railroad 
Company. 


The following general notice in reference to the matter has 
been issued by General Manager Pugh : 


‘*The regulations for the government of the department 
have been prepared upon large sheets to be displayed in shops, 
stations and other prominent places, where they may be seen 
by those in tne service, and in book form for the use of 
officers and of employés who cannot be conveniently reached 
by the other method. 

‘** It is desired that officers bring the regulations fully to 
the notice of employés, and that they supply each one with a 
copy of the circular of the President of the Pennsylvania 
Railroad Co. introductory of the Relief Department, and a 
copy of the blank form of request for admission to member- 
ship in the Relief Fund. They will also take measures to 


facilitate such request and the completion of applications for ; 
membership, and otherwise carry out the object of the de- | 


partment and the instructions issued by the superintendent 
thereof. 

‘* The privileges to which present employés are entitled as 
to admission to membership, without limitations as to age 


and physical condition, should be explained to them, and the | 


uirements upon these points as to new employés should be 
carefully examined and conformed to. 

‘*The organizations for conducting the Relief Department 
provide that the business shall be in charge of a superintend- 
ent and an assistant superintendent, and the following ap- 
pointments have been made: J. A. Anderson, Superintend- 
ent; Holmes D. Ely, Assistant Superintendent. 

“The office of the department will be at Trenton, N. J., 
and the operations of the same will commence Feb. 1, 1886, 
from which date applications will be received. The payment 
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of coutributions and the title to benefits will not commence 
until Feb, 15, 1886, 

**Communicaticns for information in regard to the Relief 
Department, and requests for blanks, etc., can be addressed 
to the Superintendent at Trenton, N. J., from and after this 
date. 

‘Tt is desirable that superintendents, having fully informed 
themselves, should call together their officers and others who 
employ men and take up the subject fully with them, making 
such explanations as may be necessary, to the end that all | 
shall become thoroughly familiar with the regulations.” 








The Harrison Postal Car. 





The accompanying engravings represent a form of postal 
car that is extensively used on the Chicago, Milwaukee & | 
St. Paul and other Western railroads. The special features 
of the car are that the mail bag racks and sorting tables are 
not, as usual, fixtures, chiefly constructed of wood ; but are 
principally of iron, and can be folded and removed either. 
wholly or in part. The same car can thus be adapted for dif- 
ferent kinds of work, and be used either for sorting or storing, 
or partly for sorting the mail and partly for storing the bags. 
By folding the racks flat against the sides of the car and re- 
moving the tables and their supports from the centre of the 
car, the whole area of the car becomes available. The lower 
right-hand perspective view shows the interior of the car when 
the racks and tables are thus cleared away. It will be seen 
that the car can then be used for baggage or express matter 
if desirable. 

The various illustrations show both the construction and 
working of the car so completely that but little further ex- 
planation is necessary. 

The car illustrated measures 50 ft. over the body, but the 
system of folding racks and tables can be adapted to cars of 
almost any size, and it ison useon cars of from 60 ft. in 
length down to combination baggage, mail and express cars, 
where a space of 15 ft. by 7 ft. 8 in. is sufficient for the work 
to be done by the mail messenger. 

To those who are unacquainted with the usual working of 
a postal car it may be as well to explain that the letters are 
contained in lock pouches and the newspapers in tie sacks. 
The mail bags are hung in the first instance between the two 
arms of the station mail crane in order to keep them plumb. 
The bag catcher on the car, which is clearly shown in one of 
our illustrations, strikes the bag near the centre and grips it 
firmly, at whatever speed the train is running. The bag 
catcher is reversible and slides and revolves on a horizontal 
rod, and is provided with a rubber buffer to mitigate shocks. 
Bags weighing up to 100 Ibs. can be picked up in this 
manner, 

When the mail bags are safely on the catcher it is revolved 
by the handle, so as to bring the bags inside the car. The 
pouches containing the letters are then distributed into the 
| letter boxes, shown at the left hand end of the car in our 
double page illustration. The newspapers are sorted either 
| directly into bags, or, in the first place, into the newspaper 
| boxes above the folding bag racks. The bags are hung by 
rings on the four corners of their square-mouthed openings 
These 





Racks Folded. 


Supports Detached and 
pp 


detach. Part of the racks are simply portable, and each 
section, in whole or in part, may be knocked down or folded 
away, and replaced in the same or different relative positions. 
All these operations can be performed with slight exertion 
and in a very short space of time. 

The car is better lighted (baving side windows) and better 
ventilated than the ordinary style of car, and is more comfort- 
able and healthy for the men. 

The parts used being of ircn and arranged to be flexi- 
ble, the danger from splinters and fire is greatly diminished, 
as is proved by the fact that no bone was broken in these 
vars during three years’ service, though the cars were ditched 
on six occasions. 

The apparatus can be furnished at less expense than any of 
the old plans. The patterns and devices are uniform, and 
adapted to all classes of mail cars. While it is exceedingly 
durable and indestructible, it is easily fixed up and repaired 
—every joint, piece and part can be at once duplicated, and 
will always fit in its place, or function with the main appar- 
atus. And finally, it furnishes a mail car in a light, airy, 
comfortable and tasty style, incomparably in advance of any- 
thing heretofore used in this service. 

The following are specifications of the leading parts of the 
car, ete. : 

GENERAL DIMENSIONS. 


Height fror tcp of rail to top of roocf... ..... oon DR. Bee. 
“ * underside of sill......... 3ft. 7 in. 
From underside of sill to top of cornice.... ........ 7ft.10 in. 
Length cver piatform end-timbers ae 6h Ur 
ey ERA ee ae re 60 ft. 3% in. 
Studding, 3% in.: sheathing, % in. 
Length inside of sheathing.......... ..... 50fc. O in. 
ERC RT CR eT eee 10 ft. Sin. 
“ an 10f. 3 in, 
” Gaines we ticten Foorisacgactens .. 108. O in. 
Inside of sheathing... 2... 2.2 -cccccceccccssccseccss 9ft. 3 in. 
Seat-rail, 2144 in. X 114 in.; between s2at-raiis ... 8 ft. 104 in. 


Length of studding between shoulders from sill to 

plate . nae Shee 

Sill, 54% in. X 8Sin.; pl, win X 
DIMENSIONS OF RACKS AND TABLES. 

“E”™ from top of floor te centre of lower rod on 

bracket wees 

From wall to outside of lower rods on bracket, in- 


6 ft. 113% in. 


Sa, Caak: Kaeiionen. Weeeen, mike Mannan 2 ft. 10% in. 


Clading Wal WIEGO ... ncn. s 5 se cesccesss ase. . 2h. @ in. 
Distance from face of wall plate to centre of pivo Sw 

OM BEBOMES. .....cccccccccccccccrcns soccesese wise-oe P 5 in 
Gas-pipe to be standard 3% in ; diameteroutside ...... 14in. 
Distance between lower rods on brackets.... ... .. 4 ft. 34 in. 
Height from floor to upper end of wall-piece....... 3%t. 6 in. 

” * centre of rods on centre- ‘ 

GIMMOOIIOS,. o.oo 050cccenensess000sbeseneticvcas ecvewe 2tt. 6 in. 
Lemigtli GF thO1OB. ........occccsccesnnccctce sees 2 ft. 54 x 2 ft. 6 in. 
Space between tables and lower rods on brackets... .... 14% in. 
Thickness of tables, 134 in.; width of curb on tables 5 in. 
Support rods on centre-standard, from centre to J 

A is ant she ntednnasrsnetshna tacks letOereeaene ios 4 in. 
**F ” space between drop-racks and lower rods on : 

UU Sac. wsd Soiderescethadisebseveceassene 14 in. 
Drop-racks over all..........sscscecss cecceccescees 2 ft. 05¢ iv. 
Space between drop-racks in centre of car......... . in. 
Inside measure of drop-racks ...... ..... .... - 12in, X 22$gin. 
Bed-bottom frame, 1% x 5 in ; length, 6 ft. 2 in. x 

2 ft. 3 in. wide. 

LETTER CASES. 

Height of letter case and table from floor............. 6 ft. 744 in. 
PGE NID oa eo cee ce eetdtecsestetceves ces véooe 2 f.5 m. 
AMIN a ho osineaieiievananes seen 2 f.2 ip. 
Space between letter cage and table......... .. .-+- 5 in 
Depth of letter CAMO... 0.000 seccccccescsees coves 7 ip 
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Wy OF BONE... ...n.00.- ccccencaoehensetelees Yin7 in. 
Pigeon holes.... ....................-...444 in. X 4in. in the clear 
Horizontal partitions of pigeon holes................ 36 in 
Perpendicular partitions of pigeon hole3....... 5¢ in: 
PU OE OND aos savas vagcascas Daaresasttoceamand 5¢ in- 
SE Gr TRUM ss a5 5 nas 55g amas auan asa cede seme 34 in: 
MAIL CRANE (ON GROUND). 

Mas 5. saunsiianreaseanwnceaee nea REaiide exhaled + in. by 4in. 
NE Savvhbeeees scenlnaan ‘utete 4) AUN ieagdas inet 3 in. by 4 in. 
ee tAbbow o0600 a6ccmeRwabeneye las eke 2% in, by 4 in. 
EE eee 2 ft. Gin. square, 2 ft. 6in. high. 
Height of post......... ose nied 64k Rae aan lift. 4 in. 
Heigus to Contre Of QIN... .6<.ccsvevesievesscses 10 ft. 8 in. 
ee a er. re eee 3ft.10 in. 
Distance from centre of rail to centre of post ... 9ft. 434 in. 
Distance from centre of socket on car to cen- 

ke RE rs oa eae 17 in. 
Dist ince from end of arm to side of car. ...... 7% in. 


The folding bag, racks and tables and other devices special 
to this car are patented and are manufactured by the Harri- 
son Postal Bag Rack Co., Fond du Lac, Wisconsin, from 
whom any further informat‘on may be obtained. 








The Master Car-Builders’ Club onthe Rules for Re- 
pairs of Interchanged Cars. 


A meeting of the Master Car-Builders’ Club was held at 
the rooms, No. 113 Liberty street, New York, Jan. 21, Mr. 
Leander Garey in the chair. 

The subject for discussion was ‘‘ The Rules Governing Con- 
dition of and Repairs to Cars Used in Interchange Traffic.” 

The attendance was very limited, but some letters (sum- 
marized below) were read suggesting amendments to the 
rules. 

Mr. VERBRYCK (Chicago, Rock Island & Pacific): Rule 
3, sec. ‘* f,” should be amended, 314 in. limit for 40,000-lb. 
cars, and 3 in. for 30,000 Ibs. Rule 5: Cards should be filled 
in withink. Rule8: All wheels removed to be reported to 
owner is unnecessary. Rule 9: Wording vague. ule 18: 
Might be left out. 

I. B. HENNEY (New York, New Haven & Hartford) : 
Price should ‘be fixed for changing wheels too narrow to 
gauge. Rule 10: The difference between ‘‘ chipped” and 
** broken” should be defined. Wheels changed should be of 
same quality. 

Ww. McWoop (Grand Trunk): Rule 3, sec. A: ‘* Wheels 
cracked or broken,” would add ‘‘ except when delivered to 
owners.” Carding system should be limited. - Rule 9: Prices 
for second-hand wheels too high ; $2 per pair ample. No 
charge should be made for turning axles, unless new. Rule 
12 to read : ‘‘ The ends of the splice to be not less than 12 in. 
from the body bolster, between it and head stock. 

F. D. Apams (Boston & Albany) : Add preceding Rule 1 : 
‘*The number of cars of each road to be taken from Poor’s 
latest Manual, and no vote will be allowed on cars owned by 
any private company.” Define word printed in italics. 

Rule 5: Careless inspectors should be dealt with. Rule 8: 
ts cay gr ” wheel should be ‘ dangerous.” Rule 13: Car 
may be sent homeif safe. Rule 17: Private cars should 
plainly show who are responsible for repairs. 

All these letters stated that all who take part in the re 
vision of these rules should abide by the decision of the ma- 
jority. 

In the discussion which ensued, Mr. C. A. SmitH (Union 
Tank Line) stated that private companies had no vote at pres- 
ent. All wheels removed should be reported to owner of 
car. 

Mr. GAREY: Railroads should have a vote on all cars main- 
tained. Cards should be filledin with ink. Rules should be 
clearly expressed in simple language. A clearing house is advis- 
able to avoid delay and secure uniformity. The general condi- 
tion of cars is deteriorating. Incessant revision of rules is ob- 
jectionable. The committee should obtain all the various ob- 
jections to the rules and formulate revised rules accordingly. 
The revision could then be voted on at the convention. Wheel 
bills should simply show condition, marks and numbers of 
wheels removed and replaced, leaving eavh road to keop its 
own accounts in its own manner. 

Mr. MarpbEN (Fitchburg) : Rules are now too complex. A 
better class of inspectors should be appointed. Rules should 























be similarly understood — inspectors. Some roads charge 
for every axle changed. The annual change in rules causes 
expense in preparing bills and forms. 

‘he subject for discussion at the next meeting, Feb. 18, will 
be ‘‘ Car paints and car painting, including repairs of cars by 
contract.” 





Foreign Technical Notes. 





The locomotive engineers of Germany have a society. as 
ours do, and a magazine is ;published under its auspices, The 
Locomotive Engineers’ Magazine, which is well filled with 
matter pertaining to the occupation, and is very much more 
of a technical character than the Journal published by the 
Brotherhood of Locomotive Engineers in this country. 





The German Locomotive Engineers’ Magazine cites the 
following instances showing the great care necessary in 
putting on and using steam gauges, to avoid false indications, 
and showing the assistance rendered by the Schwartzkopf 
apparatus. 

In one of the Prussian State Railroad shops two boilers in 
a battery of seven gave warning through the Schwartz- 
kopf apparatus of low water when the glass showed water 2 
to 3 in. over the danger level. The gauge was a glass one 
with the upper cock somewhat above the middle of the boiler, 
while above it a steam pipe was taken off. It was found upon 
investigation that with only from 38 to 45 Ibs. pressure 
whenever the valve in this steam-pipe was open the gauge 
level rose by the above amount, and with heavier pressure 
and the throttle weil open the water level in the glass rose to 
4 in. over the proper indication. 

The other case was one where the boiler wasentirely covered 
in by brickwork with the gauge connections built into it. A 
similar alarm was given by the Schwartzkopf apparatus 
with the gauge level 2 in. above danger. It was some time 
before careful investigation revealed the cause. This was a 
slight crack in the-upper gauge connection through which 
the steam escaped in a fine cloud within the brick work, 
causing a difference in pressure between the top and bottom 
of the gauge glass of only 0.07 Tb. 
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Cross Section AB showing LetterCase - End of Car and Position of Mail Crane. 


Details of Mail Crane. 


THE HARRISON POSTAL CAR. 
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Cross Section CD showing Storage End of Car and Section through 
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Express Engine Great Northern Railway, England. 


The accompanying engraving represents a new class of en- 
gine lately designed by Mr. Patrick Sterling, Locomotive 
Superintendent of the Great Northern Railway, and built at 
that company’s works at Doncaster, England. * 

The express engines on this linet have been very well 
known for many years both for their remarkably fine per- 
formances and for handsome appearance. A single pair of 
8 ft. driving wheels, cylinders 18 in. diameter, by 28 in 
stroke, and outside connected, a truck with 48 in. wheels, 
tubes only 1,% in. external diameter and the absence of a 
dome were some of their chief characteristics. 

The Railway Engineer, to which we are indebted for the 
accompany engraving and dimensions, says that the new en- 
gines are not intended to supersede the older engines referred 
to, the object being to provide an equally efficient engine at 
alower cost. of construction, and if possible of maintenance 
Both classes of engines run the fast express trains, the fastest 
of which runs without stopping from Grantham to London, 
10514 miles, in 1 hour 58 minutes, giving an average speed 
while in motion of 53.6 miles per hour. This is the fastest 
run in regular service of which we have any knowledge. 
The Chicago limited (which is not, however, the fastest 
train in this country) takes the same time, 1 hour 58 minutes, 
in running from Jersey City to Philadelphia, 89.76 miles, a 
distance 15%{ milesshorter. The best run on the Pennsyl- 
vania is, however, made by the 4 p. m. train which runs 
from Jersey City to Trenton, 55%3{ miles, in 1 hour 4 minutes, 
or an average speed while in motion of 52.3 miles per hour, 
which is little short of the Great Northern speed. 

The weight & the train and engine on the Great Northern 
run is stated to be 336,000 Ibs. The maximum grade against 
the load is 26 ft. per mile, three of these grades being each 
about five miles long, the whole line undulating considerably . 
It will be noticed that, notwithstanding the length and speed 
of the run, the tender is carried on six wheels only, and has 
no pick-up apparatus. No dimensions are given as to the 
tender, but apparently the wheels are 491¢ in. in diameter 
on tread, and the wheel-base is 14 ft. 0 in. The tank is about 
20 ft. long by 4 ft. deep.inside, but has a deeper central por~ 
tion or ‘‘ well” between the wheels and just clear of the 
axles. 

The engine and tender are fitted with the improved form 
of non-automatic vacuum brake that is in use on all the 
Great Northern passenger equipment. 

The principal dimensions of the engine are as follows : 


Cylinders : 
eee. ere 
Steam ports, length and width. . sanae 
Exhaust, length and width ........... .......06. ee 
Distance apart cyls. centre to centre............ 
Slide valve, ames || ce 



































































































ne) 
c 
= 
an 
Ww 
> 
=x 
= 
lap . = 
ss lead.. WanUcoRe aac esas O45 . = 
Wheels—Wrought fron centres: 
Driving, diameter on tread ....... ....cccececececceeess 7 ft. 7% in. = 
Front and hind, diameter on tread.. aa” bandas .4 ft. LY in. uw 
All tires, width ‘and thickness ........-. ..+..-+-- 536 in. by 234 in. Ir 
Crank Axle—Siemens- Martin steel : = 
Wheel seat, diameter and Jergth .. . 934 in. by 7 in. ee 
Bearings, . 84 in by 7 in. o 
Crank pin, “ Se .814 in. by 4 in. z= 
Contre, diameter ......00. cs... ss scescceecsecccccees seccees 73% in. be 
Crank webs. depth and thickness..... .... ... 113 in, by 4 in. < 
Bearings, distance between centres........... ........ 3 ft. 11% in. 3 
Front and Hind Axles—Siemens- Martin steel : oO. 
Wheel seat, diameter and Jength PLES ROG ET 74 i in. by os in. s 
Pe Soe 8 ct cacaipewalccoeina . in. by _ ieY) 
Centre, diameter. . ia Seg See ek saree z 
Bearings, distance between ‘centres . Lanabceauie seweebeae ‘6 ft. $ ra Oo 
Frames—Siemens-Martin steel : z 
Inside, depth and thickness............... 18 in. to 26 ~ by 144 in. wu 
BST MIND Sac Sincccas sdincaecnce saseeessee 4 ft. 146 in. no 
Outside, depth and thickness.... .... ..... . .. ..13 in. by % in. ” 
distance apart . et Co eee = — Se oa 
Boiler—Siemens-Martin steel : rg 
Height of centre from raids.... ... ........02 0 see eeeee eens 7 ft. 6in. < 
Barrel, length and diameter outside largest WwW 
MN cana scias se nesniss <s'eawaes. + <onasciceaese® 11 ft. 5 in. and 50 in. 
ats adv sivas ci waebesh coe “eeaceaanessce's 5 in. 
Smok 3-box tube plate (wrought iron) thickness............. % in. 
Lap of plates, longitudinal seams........ ... ............... 3 in. 
** — circumferential seam. Ree ee 2h in. 
Rivets, pitch and diameter ........... ....+ ee 134i in. by 34 in. 
Fire-box Shell—Siemens-Martin steel : 
lene” and breadth outside at bottom... .. .... 74 in. wi | a in. 
Depth below centre line of boiler......0 ..........-...... 6 in. 
Front and baek plates, thickuess....................000005 ° O18 in. 
ra coer rere 6 in. 
Inside Fire-box—Coppe 
Length and breadth ap Destom Re 6544 in. by 404% in. 
Depth ivside to bottom of mud-ring, front and 
RS cs cibentnncaueta bwashe oncetes srscpase 72% in. and me > 
‘Top of box to inside CHOMMAB NOR. ...c<.cccsescss oso0es 
Tubes--Copper 
Number an eutside NNN 5 3 s-dadlica aneuamien sxc 1386 A 134 in. 
Length between tube plates.... .................22. 00 9 in. 
II on Fina lccte cbs acces ecaaessiance -Nos. 11 to i3 B Ww. G. 
Placed in vertical rows 5¢ in. apart. 
Exhaust Nozzle—Single : 
RT arnt Cancapneneedhnesees . cha ca hamebabestwe- ces .4% in. 
, SR or -- ... Level with top ef top row ‘c£ tubes. 
Chimney—Cast iron : 
Height of top from rails 13 ft. 4 in. 
Smallest diameter inside s 316 in. 
Height of ditto from blast nozzle.......... 2.2... .02 eee eee 30 in. 
Heating Surface: 
I orci we sein siniae aiicpwindesenseneeswene 1,00L sq. ft. 
NE er ees chic ececuKehnpuaee \swriedaaeine 109 sq. ft. 
NG shinee. iO ciacoenimianddaassnactasmanane 1,110 sq. ft. 
Grate area... ..... .... REE met nO ete 18.4 sq. ft. 





* Some particular of _— works were given in the Railroad 
Gazette, page 678, Oct. 2 





























+ These engines were ia in the Railroad Gazette, June 
17, 1871. 

Weight in Working Order : 
NS oo on en acccas va.eccc cc sstcceesennctcesd 405 cream 
ee RR ae ee eee 38,080 Ibs. 
Hind wheels............. pine eee adie ata inetedccesatene ake 24/192 lbs. 

88,928 lbs. 

Tractive force per lb. average pressure on pistons, lbs........ 97.2 

















In comparing these engines with their predecessors it is 
useful to notice in what direction experience has shown 
changes to be desirable. The total weight of the engine is 
somewhat less, having been diminished by the substitution of 
a single pair of front wheels for a truck. The weight thu 
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gained appears to have been devoted to increasing the diam- 
eter of the boiler barrel, the depth of the fire-box, the area 
of the principal bearings and rubbing surfaces and the 
strength of the frames. The use of a straight dry-pipe with- 
outany dome is continued,jbut the steam space has been con- 
siderably enlarged by the distance between the top of the in- 
side fire-box and the inside of the outside fire-box by some 5 
in. Among other changes which do not affect the weight we 
notice that the internal diameter of the chimney is smaller 
and the blast nozzle lower than in the old engines. The pro- 
portions of the slide valve, the large lap and small travel of 
which contrast strongly with American practice, appear to 
have been but little altered, but the ports are longer. 

Altogether the advantages gained do not seem to compen- 
sate for the disadvantages entailed by the use of inside 
cylinders and a crank-axle. It seems strange that the lesson 
taught by the Penistone accident, the most fatal of recent 
years in England, should be so soon disregarded. The great 
length of rigid wheel-base, 19 ft. 1 in., seems excessive, even 
on moderate curves, but the front axle boxes have some side 
play in the pedestals. 








The Proposed Staten Island Bridge and Terminus. 


The map herewith shows clearly the general character and 
location of the terminal facilities which the Baltimore & 
Ohio Railroad proposes establishing on Staten Island, and the 
approximate location of the proposed bridge over the Arthur 
Kill to connect with the main line. . The precise loca- 
tion for the bridge has not yet been fixed, but it is expected 
to be not far from the point shown in any case. From the 
bridge, a line of 18 miles or less connects with the Bound 
Brook line at or near Bound Brook, which is 30 miles from 
Jersey City. In all, the proposed new line will have some 
221¢ miles of railroad and 6 miles of ferry in place of 30 
miles of railroad‘and 1 mile of ferry. 

The old Staten Island Kailroad, shown running the entire 
length of the island in the southerly portion, has recently been 
leased to the Staten Island Rapid Transit Co., which latter 
has already built a line from the old terminus of the Staten 
Island Railroad at Vanderbilt Landing around the northerly 
point of the island to Port Richmond, only two miles from 
the proposed bridge crossing. In this last corporation the 
Baltimore & Ohio has acquired a controlling interest, and it 
has also secured several bundred acres at the most northerly 
point of the island, on which the proposed terminal works 
are to be situated, and from which the railroad ferry to New 
York is to start. It will be seen that on each side of this 
point there is still a very large amount of unoccupied water 
front, whereas on the Jersey shore there is very little, the 
long stretch from Constable’s Hook to the Central Railroad 
of New Jersey ferry being flat land and shallow water, only 
available by costly improvements. 

The New York terminus of the ferry has the very great 
advantage of being the best point possible for access by the 
elevated roads, but the very great disadvantage of being 
where there is no available unoccupied land or water front 
available for new uses. It is possible that this disadvantage 
may be overcome, in part, by erecting overheid structures 
over the existing ferry-houses, which are not controlled by 
opposing railroad interests. 

Plans and working drawings for the proposed bridge have 
already been prepared, but pending authority to build the 
bridge are held in abeyance. The most plausible ground for 
opposition to the bridge is the large coal traffic which passes 
through the Kills trom Perth Amboy, where the Dela- 
ware & Raritan Canal and two railroad lines bring in, as is 





well known, a very large tonnage, resulting in two or three | 


times as great a tonnage through the Kill, it is stated, as the 
ocean tonnage which passes through the Narrows. 








The Telegraph as Applied to Train Movement. 





{From a forthcoming work by J.J. Turner, Superintendent of 
the First, Third and Fifth Divisions, Cnicago, St. Louis & Pitts- 
burgh Railroad. ] 


IL. 
(Copyright, 1885, by J. J. Turner.) 

CHAPTER VI—The Manner of Transmitting and Receiv- 
ing Orders in Dispatcher’s Office.—For identification, orders 
are numbered consecutively as they are issued, commencing 
with No. 1 each week or month, as found convenient. 

In order to reheve the dispatcher of the purely mechanical 
work of receiving and checking orders as they are returned 
for verification, it is common practice to give him an opera- 
tor, who sits at some convenient point where he can hear all 
that transpires on the wire, and manipulate the instrument. 
The dispatcher makes the entries on the train-sheet as trains 
are reported ; he also sends the orders, but they are copied as 
sent by his assistant in the tratn-order book, with the address 
and signature. The subsequent steps are made by the opera- 
tor, leaving the dispatcher’s mind free to evolve new move- 
ments. In sending an order the way offices which are to re- 
ceive it are first called, each being told how many copies to 
make ; then the address to the train whose rights are to be 
curtailed should be transmitted, followed by the name of the 
station at which the order is to be delivered to the men in charge 
of said train; then the address and station of the trains whose 
rights are extended are sent, both being followed by the body 
of the order and the signature of the person authorizing the 
movement. In acknowledging the receipt of the order the 
operator holding the train first addressed responds first, fol- 
lowed by the others in the order named. By this means the 
receipt for the delivery to the train having the right to the 
track is in the possession of the dispatcher before any steps 
are taken with the others. 

After all the offices have acknowledged receipt, any one of 
them may repeat his copy for verification, although it is pref- 
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erable that the verification be made in the same order in | 


which receipts are returned. 

The verification is made by the operator at the way station 
repeating his order from number and address to signature 
just as he has written it, followed by his name and office call, 
the operator at the dispatcher’s office underlining his eopy in 
the train-order book as the words are received and recording 
the initials of the operator repeating. 

If the copies are identical, the dispatcher, through his op- 
erator, informs the delivering operator, by some agreed ab- 
breviation, of the fact and makes a record of it on his book, 
with the time at which verification was made. After all of- 
fices have verified their copies the order is ready for signa- 
tures or receipts of trainmen. These signatures are trans- 
mitted by the operators as the men sign, and, without regard 
to superiority, their names are written by the dispatcher’s as- 
sistant in the train-order book opposite the order for which 
they sign. He then notifies the dispatcher of the names of the 
men and the number of train. If the order is still in force, 
the dispatcher assents to the delivery, and the response ‘*Cor- 
rect,” with the exact time, is transmitted over the wire and 
recorded in the proper place. 

In each step the operators at the dispatcher’s office and at 
the way station give their initials, which are put upon the 
record, so that a complete check is kept of the whole trans- 
action from first transmission to delivery. 

CHAPTER VII.—The Forms in Way Offices.—The only 
forms required in way offices are a train-sheet and the blanks 
upon which orders are to be written. 

Of course it is not necessary for operators at these points to 
keep a record of the time at which each train passes every 
point on the road. Their sheet, therefore, is provided with 
one blank space, iu which is written the name of the station 
at which it is kept. 
as actually kept at a station in Indiana. It is kept in the 
same manner as the one in the dispatcher’s office. 

Train-orders are now almost universally written on mani- 
fold paper, which is prepared in tablets similar to ordinary 
scratch memoranda. By the introduction of sheets heavily 
charged with lamp-black and oil between the leaves, with a 
piece of tin or hard substance at the bottom of the number of 
sheets to be written upon, the writing on the uppermost is 
communicated to all the leaves by the stain left on the mani- 
fold paper where the penci] presses it against the carbon 

heets, : 


PROPOSED LINE TO STATEN ISLAND. 


Thus, when an operator is told to prepare for orders he is 
told how many copies to make. He prepares the tablet ac- 
cordingly, adding one leaf to be retained as an office order. 
As the order is received over the wire all copies are made at 
the same writing, so that there is no possibility of discrep- 
ancy, and any one of them repeated for verification verifies 
them all. If additional copies are afterwards called for they 
should only be written by laying one of the verified ones on 
top of the additional number required and tracing the pencil 
over it. 

The signatures of parties to whom orders are delivered are 
written upon the office copy. 

{Form E.) 
PENNSYLVANIA COMPANY. 
OPERATING DEPARTMENT. 

Telegraphic Train Order No. 43. 

Note “ X response” here. Ray. 
Superintendent's Office, Indianapolis, Ind., May 15, 1885. 
To Conductor and Engineman 
of No.1, at Johnstown. 


No. 52, Eng. 702, can have until seven forty five (7.45) p.m. to 
run to Paris for No. 1, Eng. 706. dB 











Recd. 10.7 p.m. from J., opr., repeated by Ray, opr. OK'd 
7.10 p.m. 








2 | n 
Conductor. Engineman.|Train.| Made. At  BySupt. +. -% 











Stripp. .... Revel....... No.1. Correct.|7.31 P. J.J.T. K 


Form D is a copy of one of these sheets | .. 





Conductor and engineman must each have a copy of this order. 








CHAPTER VIII.—Precautions at Way Stations to Insure 
the Delivery of Orders to the Proper Parties. The Train- 
Orders Signal.—The operator ata way station, by keeping 
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CHICAGO, ST. LOUIS & PITTSBURGH RAILROAD COMPANY 
TELEGRAPH REGISTER OF TRAINS, SECOND AND Fourta Divisions 
Peoria Junction Station. Month of March, 1885. 
OPERATORS. | Date. WESTWARD. 
| i Exa.| Exa.| Ex. | Ex. Ex Ex. x. 
OO ee ee ee | | A TTreitec.4 —% 409 303 19 455 | 199 51 | 1,190) 1,095) 197 41 197 | 197 De ees Pe 
* | r 1 A 3.09; 5.10 5.40, 7.54) 8.05)..... 1.31 ‘ ee) eT OT SRA. cco nat NET ined ON ccccncdubaecsfocee od} ccnnedboun solace sebbandes 
Night |A. Sturgeon.... ...... y} ' D 3.11} 5.33} 5.40] 7.59) 8.04) 10.40, 11.31|12.20| 6.02; 722) 8.50) 9.10) 9.15) 10.47) 11.27) 11.53) ......)....0.|....6- leeeeee 
| Ex Ex. 
i iC. L. Jacobs.......... V1} { Train... 55 47 7 47 5 45 | 411 105 367 321) «107 41 197 2 eee 
" | 1 2 . A 1.30, 2.22) 3.14) 3.48) 6.40; 7.11; 7.19) 9.40 ey See), Care FO ERO BO) cccccleavcdnhsoovesiestbcnhestses 
Night ay ) { D 1.37) 2.25; 3.14, 5.32) 6.40) 7.11) 7.22) 9.43 Seen) HER] Sead) FAO, CAT] BONO weiss ce leieneicc} este ocleaente 
| Ex Ex Ex. 
DOP i6505%4 O. Ee BROOME... 2005 ) \ Train... E 1,183, 49 | 413 45 105 197 | 55 |1,191 
, -| 3 : A 6.8 3.55) 7. a 20.30) JO40} .. cclots.. 
Night...... A. Sturgeon.......... ) D 3 10.37) 11.20! 11.37]. .... 
Day.. ... .|C. L. Jacobs..... ) (|Train.. . 107 | 187 | _ 56 |...... 
> 4 A fee | ae 
Night .|A. Sturgeon... .......) Db 7.46| 10.15) 10.30)...... 
Day... IC. L Jacobs.......... ) ‘ \ Train.. 
| . i) . é 
Night.. . |A.Sturgeon..........) ( D 
ee . HOUR ARMCODE......... } ('Train....| 3,5 7 ‘ 5é 5 41 | 197) 55 eka 
|} G - f lt 5s i.e 1. 1. A See 10.05).... 
Night.......A. Sturgeon..... a U D 1: 2. if 2 1. 8.30) 10.25) 11.07)...... 
Ex. Ex 369 
Dey..... ..|C. L. Jacobs.......+.. } ( |Train.. .| 47 7 1,061, 5 49 | 411 45 105 199) 148 53 53 1 4 
¥ 7 . A 2.37) 3.00 6.37} 7.00) 7.10) 7.40) O.47)...... 11.°0) 248) 3.16) 4.53) 7. 
Night...... re eee \ ( D 310 3.00 3.35 6.37 7.00) 7.35 7.40) 9.381016 11.29 2.48) 3.16 4.54 
Uxa. | Exe ox 
eee jC. L. Jacobs.......... | { |Train....| 402 1.412) 41 55 55 
| ~ © A 2.2 SB Se eee eee 
Night. ...|A. Sturgeon... ...... \ { D 2:5 1.42) 7.10) 946 1.00 
| , Ex Ex. | Ex 
DOF iccise.: C. L. Jacobs.......... ) | ( 'Train.... 469; i { 411 | 1.552) 1,038 105 | 199 |) 51 
; 9 « A 3.15) 4.27; 6.32) 6.37) 7. i 7.15) 8.16} 8.57) 9.¢9 ... 11.16 
Night......|A. Sturgeon.... ... \! ( D 2.00; 3.15 4.27 6.32) 6.45) 7.37) 748) 8.00) 8.52) 9.00, 989) 11.15) 11.16 
Ex Ex. | Ex Dx. 
DAF si. I CC. L. dacode......... ) (\Train....| 47 7 (1,526, 49 5 411 1.862, 45 | 605) 51 148 199 | 53 4 2s 
~ 10 < | A 2.14) 3.135)... 6.12, 6.35) 7.30, 7.33) 7.44) 9.28) 11.18) 11.35)......; 1.31 * See E &.0: F , 
Night...... pees. a (| D 3.27, 3.15 4.45 6.18 « 6.35) 7.43 7.47) 9.29) 9.30) 11.45) 12.00,12.00 1.31) 3.26, 4.40) 5.52) 8.03) 1020 11.61 10.32 
tai LN es , E ) <4 eos ree oe 
OPERATORS. | Date. | BASTW ARD.- 
~ ; = . cast 
| Fx. 
[A oe ay eae ) \ Train 186 5+ 196 | 196 |} 325 | 150 56 56 158 
1 A a 4.00 4.00 6.10) 7.21; 950 11.00'11.08 5.15 
Night...... A. Sturgeon.......... ) ( D 2.15} 4.00) 4.00; 6.10) 7.21)..... | 11.00) 11.08) 5.15 
| Fx. 
Day.. ..C. L. Jacobs.... ... .) ( |Train.... 112) 46 46 46 2 142 | 104 | 411 | 44 
- 2 - y: 9.42) 12.22! 12.28; 12.31) 12.39; 1.35) 5.37) 5.55) 6.24 
Night......,A. Sturgeon.......... ) ( D 9.42| 12.23] 12.28) 12.31) 12.39) 1.35) 537) 5.55) 6.24 
| Ex 
er C. L. Jacobs ... .....) ( Train... 196 | 54 54 52 |1.183) 150 | 56 56 12 2 2 
ba 3 A 3.05) 5.30, 5.35 7.45; 8.40! 8.40 924) 9.30) 9.38) 9.43) 12.08 oe oe 5.51 3.26 12 
Night .|A. Sturgeon.......... ) / D 5.30) 5.35! 7.45}......|......] 93.24] 9.30) 9.38} 9.43/12.08} 1.20)..... |......]...... 5.37, 5.47| 6.96) 7.12 
| | Ex. ca. 
Day.... ... C. L. Jacobs... ....) { Train 56 | 112 2 | 302 | 122 | 104 | 158 
4 A Ge 9.39, 12.12; 2.40 4.00) 4.42) 5.74 
Night...... A. Sturgeon... ......) ( D 8.00; 9.39) 12.12) 246) 400) 4.42)...... 
Exa. 
Day... 0. iC. L. Jacobs..... .... } ( Train.... 48 48 48 /|1,'83/) 196 | 196 | 196 
} - 5 : LAT 2.45) 3.00) 3.00) 4.15) 4.20) 10.06 
Night 1A. Bewrmeon: ......... ‘i ( D 1.57; 2.45! 3.00 Py TM Sas ¥ 
Day.. .... C. L. Jacobs.... .....) { Train .. 54 54 6 56 | 112 2 142 | 104 5 4 44 é 
6 - A 7.14) 8.04) 9.12) 9.26) 9.41) 12.07) 2.15) 4.37] 4.55) 5.28) 6.55) 7.23) 7.57) 8.02) 8.10) 8.27) 8.50) 11.00)......]...... 
Night AY Ns ( D 7.14) 8.04) 9.12) 9.26) 9.41/12.07|) 2.15) 4.87) 5.15) 5.28) 6.55) 7.23) 7.57! 8.62) 8.20) 8.27)..... eee S dwaeh 
| Ex. | 
i See DBs. DOR occ vases } ( Train.... 54 112 56 2 56 158 | 158 | 1458 | 411 158 104 44 44 44 158 4 15 158 | 158 | 
7 ~ y. 5.53! 10 15, 11.58) 12.07) 12.17) 4.05) 5.00 5.10| 606) 530 5.35! 6.39) 6.45' 650! 655! 7.18) 7.20) 8.47) 910] ..... 
Night.. ~jA. Sturgeonm.......... \ ( D 5.55] 10.15; 11.58; 12.07; 12.17| 6.41; G00) 6.05) 6.06)...... 6.24 6.39) 6.45, 7.10) 720) 7.18) 7.25) 8.47) 9.10}...... 
Ex. Ex | Exa. 
Ji. Ae a ae a | ( |Train.... 456 | 196 10 (1,455) 56 6 56 5G | Sl7 | 141 | O46 | 406 | 402 | ACG | LOGS) ccc Jens ci loose sclecscvedses 
- 8 . y 4.35) 3.45) 6.18) 8.40) 3.07) 3.25) 3.35, 3.40) 6.52).... | ee ee) eae! EE |: | ee ieee 
Night.. A. Biargemh......5...) { D 4.35) . 6.18) 8.45) 3.07) 3.25) 3.35) 3.50) 7.10) 7.25) 7.53) 7.58) 9.21,10.21).... 
Exa FE: 
Oe See oa er! \ Train.... ,089, 1,061! 196 | 196 | 112 | 150 2 46 104 4 
9 « A 2.30) 6.00, 6.35 6.45, 9.50)1100) 1.00 2.23) 4.00 j 
Night.. ...|A. Sturgeon..... .... \ ( Db ‘y 6.55 9.51) 1.05! 1.00) 2.23] 4.03 
. Ex. | 
Day.. SaaS ae ( Train 34 o4 o4 196 | 1.334) 52 52 112 150 
10 A 6.00 6.07; 6.12)°6.35) 7.30) 8.15, 8.29, %&58/ 11.35 
Night... .. A. Sturgeon......... \ ( D 6.00, 6.07) 6.13 .-..] 8.15| 8.29 11.43 








posted as to trains passing the next station on either side, can | 


nearly always be sure of the identity of any train approach 
ing his station ; but if he is not sure he must, when he has 
orders for any train, stop all trains from the same direction 
as the train for which he has orders, and ascertain positively 
that they are no: the One he wants before allowing them to 
proceed. 

The greatest danger, however, is not that the train will not 
be recognized, but that it will be (from other causes) allowed 
to proceed without the orders. The mostfrequently occuring 
of these has been the falling asleep of an operator ; the other 
i; the failure of a light, or the obscuring of a flag after being 
put in position. 

These difficulties can both be overcome by a train-order 
signal made stationary to the building, or on a pole where it 
is plainly visible ; its normal position made by gravity, or a 
spring to indicate stop. Gravity, because of its constancy, 
is to be preferred for the purpose. It should be arranged so 
that it can be pulled to safety from the office only, andso that 
it cannot be fastened in that position. Then with a rule to 
trainmen that the absence of any signal at the point where 
this signal is usually displayed, shall be notice to stop and get 
orders; if the operator goes to sleep, trains are held by the 
signal remaining at danger, and none get by until he is 
awakened. At night, if the light of the signal blows out, its 
absence stops the train. 

The best form of train-order signal is the one called the 


| 


semaphore, which consists of an upright post elevated a suffi- | 


cient distance to give a good background, and having ex 
tended at each side, at its top, a blade. These blades are 
counterbalanced so that, unless held otherwise, they will stand 
at right angles to the post, and crosswise with the track. 

The form of the signal may be likened to a gigantic man, 
standing with his arms extended warningly : if he desires an 
approaching train to proceed, he drops the arm governing 
traffic from that direction. ; but if it is to be stopped the arm 
is allowed to remain extended. The blade to the right of the 


9.58 


pole, as the train approaches it, should govern movements 
from that direction. 

At night a red light is automatically displayed when a blade 
is horizontai, or set for danger, as it drops to safety, the color 
changing to white. 

These signals should be worked from the office only, and 
should be changed in sight of the engineer, so that he may 
not only know that there are no orders for him, but that he 
may be inspired with the confidence which comes with seeing 
that those who have his safety in their keeping are awake 
and alert. It is possible that a sleepy operator suddenly 
roused and seeing a train brought to a stand-still by his 
neglect, will, before he is thoroughly awake, change the sig- 
nal to safety. In this way a train for which he has orders 
may be allowed to proceed. To guard against this a rule 
should be enforced that a train once brought to a stop by an 
order signal may not proceed without written notice from 
the operator that there are no orders for it. 

To provide against all possibilities of failure, operators 
should keep other danger signals ready for immediate use. 
This may seem a useless precaution, but it is better to be pro- 
vided with too many signals of danger one thousand times 
than to have too few but once, 

CHAPTER IX.—Abbreviations which may, with safety, 
be used.—The results of misunderstanding of train orders 
would be so disastrous that no abbreviation which can, by 
any possibility be misunderstood, should be used. 

Abbreviations for technical terms which are in daily use, 
such as ‘‘ Eng.” for engine, ‘‘ No.” for number, ‘‘C. and E.” 
for conductor and engineer, are perfectly safe; but beyond 
this abbreviations should be prohibited. 

In naming the time as given in a time-order, it should 
always first be written, then duplicated with figures. Of 
course, the time noted on orders for purposes of record need 
not be duplicated. 

CHAPTER X.—Precautions necessary to insure the recog- 
nition of trainsrunning against each other on special order, 





—It is essential that men in charge of a train, whose rights 
have been curtailed in order that some other train may be 
moved against it, shall be able, without doubt, to recognize 
this train. In all other cases where men are running under 
orders it is best that they should be able to know positively 
when they have met the trains in regar1to which the order 
directs their movement. 

Time is too valuable an element to permit of the traffic 
stopping while men inform themselves of the identity of each 
other’s trains ; neither is it safe for men to assume that a 
certain train is the local freight because it has a combined car 
in the rear, which is the usual make-up of the local; nor to 
make the assumption on the fact that Tom or Bill usually 
runs this train, or because the way cars are init. In short, 
the make-up of the train or the personnel of the crew is no 
index to its identity. The number of any train may be 
changed by the dispatcher at any time, and for reasons en- 
tirely foreign to its class of lading. 

Upon roads where the train is not required to carry its 
number or name displayed upon it, the only means to meet 
the requirement is for the dispatcher to give the number of 
the engine in all orders, 

The engine number can always be seen, and answers the 
purpose admirably, excepting where it becomes necessary to 
change the engine after orders have been issued, and too late 
to notify the opposing train by telegraph. In cases of this 
kind, nothing remains to be done but for the train upon 
which the engine has been changed to stop and give verbal 
notice of the change to all trains holding orders in regard to 
it. 








A New Bearing Metal. 
A new bearing metal, ‘‘ glass composition,” bas been intro- 
duced by Mr. Louis Dill, of Frankfort-on-the-Main, and has 
been much used in Germany. It is said to possess the quali- 
ties of the best composition used for bearing surfaces, and to 
contain a trifling percentage of a vitreous substance sufficient 
to impart to thealloy a durability and uniformity not hitherto 
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reached. Even at a high rate of speed the heating of journals 
is said to be avoided, and their unequal wear prevented. 
Moreover, the first cost of the composition is reported to be 
less than that of alloys of equal efaclancy at present in use ; 
and it is finally said to stand wear remarkably well, even 
with a small amount of lubrication, and to be proof against 
atmospheric influence and the action of dilute acids.—Jron. 
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Large Steel Plates. 


To THE EpITOR OF THE RAILROAD GAZETTE: 

I see in the notice of the Calumet & Hecla locomotive in 
the Gazette that the reason assigned for putting twe horizon- 
tal seams in one boiler ring is that plates large enough to go 
around the boiler cannot be obtained. Plates are now being 
rolled in this country to go clear round a 90-in. stationary 
boiler. The plates are ,%, in. thick and 71 in. wide. I under- 
stand that the Otis Steel Company is prepared to furnish 
plates 100 in. wide, and 30 ft. or more long, ,%, in. thick. 

WINTHROP CHARD. 








A Lumber Railroad after Passes. 
Chicago, St. Paul, Minneapolis d& Omaha Railway Uv., | 
Sr. Pau, Minn., Jan. 23, 1886. | 

To THE EDITOR OF THE RAILROAD GAZETTE : 

The inclosed copy of circular issued by 8. H. Davis, Man- 
ager of the Cady Mills Railway Co., represents a lumber 
tramway about 8 miles in length, over which materials are 
transported to and from a side-track of the Chicago, St. Paul, 
Minneapolis & Omaha Railway Co. It is nota branch of 
this railway, and the use of its title as herein shown is with- 
out authority. E. W. WINTER, General Manager. 

[Copy.] 

* Manayer’s Office, Cady Mills Railway Co., , 
** Branch C., St. P., M. & O., - 
‘*Capy MILLS, Wis., Dec. 31, 1885. | 

‘* DEAR Sik: I respectfully request annual passes for the 
year 1886 for the following officers of this railway: D. C. 
Davis, President; 8. H. Davis, Manager; A. B. Clarke. Gen_ 
eral Freight and Passenger Agent. 

‘*T shall be pleased to respond to similar request from you. 

‘* Yours truly, 
(SIGNED) *S. H. Davis, Manager.” 








Three-Track Bridge Strains. 
——7 


BETHLEHEM, Pa., Jan. 23, 1886. 
To THE EDITOR OF THE RAILROAD GAZETTE : 

Please answer the two following questions through your 
columns : 

1. Ina three-track railroad bridge, will the greatest stress 
in the chords be produced by having all three tracks covered 
with cars ¢ 

2. In same truss, will the greatest stress in the web-mem- 
bers be produced by having locomotives followed by cars 
simultansously enter the bridge up to the particular panel- 
point which corresponds to the web-member, the stress of 
which you want to find; or is there some arrangement of 
trains with respect to each other which will give a greater 
stress in the web / J. H. B. 

{1. Yes: with locomotive loads in the middle of the 
span. 

2. Yes. 

3. No; except as the irregular loading and spacing 
of the locomotive wheels may vary the precise point 
at which the locomotive should stand to give most 
stress in the web. Usually the load on truck project- 
ing beyond the panel-point is neglected.—EpiTor 
RAILROAD GAZETTE]. 








Subordination to the Division Superintendent. 


To THE EDITOR OF THE RAILROAD GAZETTE : 

When I wrote my first letter, which you published Dec. 4 
last, I fully expected there would be a ‘ kick” from some 
motive power man, but did not expect that the roadmaster 
element would fly off the handle, so to speak, in their anxiety 
to protect the interest of their brethren in arms. In fact, I 
am not thoroughly satisfied now, after reading the letter 
signed ‘‘ Roadmaster” in your issue of Jan. 1, that the title 
isan honest one. Possibly I am doing the writer injustice; 
if lam, I apologize. For his information I beg to state that 
the General Master Mechanic referred to in my letter did 
possess ordinary intelligence, and that while the Superin- 
tendent of Motive Power to whom I referred had asecretary, 
he had no assistant at his office, and the secretary was not 
authorized to assume any authority; which can be easily 
understood from the fact that as my letter, I think, says that 
Superintendent of Motive P -wer was in the habit of deputiz- 
ing no one to assume any authority for him under avy circum- 
stances. The General Superintendent did not care to advertise 
the fact over the wires that the Superintendent of Motive 
Power was off in the woods fishing, or on some such errand, 
and simply used the expression ‘‘ inspecting cars” for want of 
a better name. Possibly, when *‘ Roadmaster” is older he 
will understand such things better, and also understand that 
it is quite possible, even if officers are/not off on their well- 
earned holidays, that they are frequently out of the reach of 
wire communication for hours at a time, as far as any 
knowledge of whereabouts is known to their brother officers; 
and that in cases of emergency like this, engines are needed so 
quickly that you would take the ones then in service. There 
is a little bit of sarcasm in his reference to bridges and build- 
ings being left out of the list. I beg to call his attention to 
the fact that I left out many things—culverts, joints, splices, 
fences, water and coaling stations—for the simple reason that 





I was writing in a general way, and I believe most railroad 
men who cared to read the letter so understood me. I will 
now say that I did mean that everything connected with the 
division, even down to taxes and general political matters, 
should be in the Division Superintendent's hands. 

Now we come to his greatest effort, ‘‘ That the man who 
controls any work should know at least as much about it as 
those working under him, otherwise his men will impose on 
him.” ‘‘ Superintendent” does not dispute this by a large 
majority, and the main object in the former letters written 
by me was to lend aJ] the assistance I could to the system of 
properly educating officers to wipe out the existing short- 
comings as far as possible. My young friend will learn in 
time and by investigation on his part that the various large 
roads in the couutry, especially the most successful ones, 
have tried his plan and many others of the same nature, but 
have gradually come to about the ideas I have suggested, 
for many reasons, but particularly for the important reason 
that nearly every time the three departments have been 
separated, the motive power and engineering or maintenance 
of way departments have made sad failures of their share, 
not so much in lack of improvements, etc., as in expenses and 
other troubles. This came from two causes: a visionary idea 
of the requirements of the road, and a lack of just such 
knowledge as our young friend has endeavored to lead us to 
suppose his craftsmen possess. I will venture to say that 
there is not one old and experienced railroad officer who has 
been, and is still, a successful man in his line who would al- 
low the average Assistant Engineer or educated Roadmaster 
to meddle too much with the practical handling of his track 
foremen and men by his time-honored and much-respected 
supervisor; because as a rule, these supervisors, if what 
they should be (and there are plenty of them), are the real 
backbone of the practical good results that have produced 
the present high standard of track. I say high stand- 
ard because on many yood roads the standard has 
been brought up to a high point in excellency. Now 
the Assistant Engineer and educated Roadmaster have 
done their share and deserve credit for their portion, that of 
designing ; but beyond that they are asa rule powerless, as 
most men who have had them know. The Mechanical Engi- 
neer or Superintendent of Motive Power as a rule is a gentle- 
man of the same school, and how often would his ideas be 
worth anything if be did not have his practical foreman or 
machinist to assist him out’ How often have these men 
designed splendid structures in iron that they could not make 
work satisfactorily or as they were intended, until some mem- 
ber of their official family, possibly a foreman, possibly an 
engineman, got him to make a few changes in valve lap or 
draft or some little point, but one your fully educated and 
all-powerful Superintendent of Motive Power could not 
catch on to, to save his life, even if he has been 
through the shops. I don’t want to be misunderstood in 
this matter. I do not mean any unkind criticism upon these 
men. They are needed, and have done wonders in their lines; 
but they are not the people our friend would lead us to sup™ 
pose, and they are no more competent to handle bridges and 
buildings, or shops and engines, as far as the actual labor is 
concerned, than an ordinary division superintendent, who, 
while he cannot draw and calculate, has by bis years of exper- 
ience gained a great many points and possibly better judg- 
ment about most matters connected with railroading. His 
position should be a certain guarantee of his ability generally, 
while, if his assistants in the motive power and roadway line 
should be old men, in most cases the lack of good judgment 
or want of education has detained them in their present posi- 
tion. I think most railroad men will agree with me that 
there must be a common head for all somewhere. Our 
friend’s rule of general separation may as well go through to 
the end, and take ia General Manager, Vice-President and 
President, winding up with a President of the maintenance of 
way department and one for the motive power also, having 
no connection whatever with the President of the road, 
as we now understand that gentleman's duties. 
Surely these men who are now filling the higher positions 
should have no control of such matters. They are lawyers, 
and men who have risen from the ranks of division superin- 
tendents, as a rule; therefore are not capable of judging what 
should be expected of such an expert class as the motive 
power and maintenance of way men. As to where the present 
superintendents of divisions come from, I do not think is a 
proper subject to bring into this argument. They are there. 
If they are not educated engineers, that is no fault of theirs. 
They have by hard work and close attention to their many 
responsible duties gained the confidence of their supe- 
riors, and are trusted as managers by the owners, doubt- 
less for the reason that they are the best that have offered. 
They are there, and my engineering brothers are not- 
That cry always reminds me of the man who plays 
cards and loses, and wants the railroad officer to get his 
money back. I have little sympathy for such; they don’t de- 
serve it. I have full right to speak as I do, being an engi- 
neer, or part of one, and what I am anxious to do is to get 
our young engineers into line, where they may be of service, 
and not set back and howl because the * practical man,” as 
they call,him, be he whatever he may (telegraph operator or 
clerk), has, with less advantages than they have had, had 
common sense enough to bag the game. Don’t abuse him ; 
that is babyish. Look at yourself and see what you can do 
to replace him with a better man from your own class. This 
is the only way you can win. 

I beg also to call the attention of my friends to one point of 
great importance. This is not the age of men proficient in 
one or a few branches of work outside of their own class. 
The engineers have by common consent acknowledged that, 
if you want a bridge, you must not ask your Roadmaster or 
Assistant Engineer, but must go to a bridge engineer or firm, 





and really depend on them for your safe bridge. Who is the 
most capable judge, a fellow with years of experience or 
some youth just out of college or with a few years’ 
service on track‘ My plan brings the experience of the 
older officer, the Superintendent, into direct intercourse with 
the Chief Engineer. That pair will take a pair made up of 
Assistant Engineer or Roadmaster and Chief Engineer 
every time. 

Our friend admits that they should come into one centre at 
either the General Superintendent or General Manager, who 
should be a man of sound practical knowledge. Now I 
claim my plan is better. I want just such a man on each 
division, and while [ am far from saying we don’t have them 
now, I know by the experience of others and the results such 
roads as the Pennsylvania Railroad have produced, that my 
plan is the only way to improve what we have. As to disci- 
pline and economy, they are the very causes that have brok- 
en up the idea or system advanced by ‘*‘ Roadmaster.” 

It was impossible for any one to make enough money on a 
road this side of the water to pay the bills of the civil and 
mechanical engineers when left alone to themselves, when 
they had not received a thorough railroad education in ad- 
dition. If they have that. they should be the 

SUPERINTENDENT. 





TECHNICAL. 





lowa Society of Civil Kngineers. 

The Lowa Society of Civil Engineers was organized at 
Cedar Rapids, Ia., Jan. 15, with 14 members. The officers 
are C. W. Irish, of lowa City, President; C. F. Macdonnell. 
of Cedar Rapids, Vice-President; A. W. Swanitz, of Cedar 
Rapids, Treasurer; H. F. White, of Cedar Rapids, Secretary, 

the next meeting will be held at Cedar Rapids March 
17 next. ; 


Engineers’ Club of St. Louis. 


This Club met in St. Louis, Jan. 6 President McMath in 
the chair; 20 members and 4 visitors present. 

The standing committee on National Public Works reported 
as follows: . 

** Your Committee on National Public Works to which was 
referred a motion to approve the action of the Convention of 
delegates from Engineer Societies held at Cleveland Dec. 3, 
4 and 5, 1885, respectfully reports that, after due consider- 
ation, it was decided not to be expedient at the present time 
t» indorse or disapprove the action at Cleveland. We there- 
fore recommend that no action be taken on the motion. 

** We have further considered the question of expense at- 
tending our work as committee, but are not able to form an 
estimate of cost, which will be limited to postage and sta- 
ticnery until report is made and the sanction of the club 
obtained.” 

This report was accepted. 

An amendment to the by-laws was adopted, making annua! 
dues $5 for resident and $4 for non-resident members. 

Mr. J. A. Seddon read a paper on ** Some considerations of 
the Relation of Bed to Variables in River Hydraulics,” which 
was discussed by Messrs. Moore, Ockerson, Johnson, Johnston 
and others. The club then adjourned. 


Western Society of Engineers. 
The 220th meeting was held in Chicago Tuesday, Jan. 5, 
Mr. Cregier in the chair. 

Mr. Charles E. Billin and Mr. Maurice Seifert were elected 
members . 

Mr. Cooley, for the Committee on the Organization of the 
Engineer Service for the Conduct of the Public Works of the 
United States, reported at length, recommending that * in 

lace of the present committee a permanent Committee on 
National Public Works be appointed, whose chairman shall 
be a member of the Civil Engineers’ Committee on National 
Public Works.” 

Theannual report of the Secretary was read, accepted and 
adopted. 

Officers were elected as follows : President, A. W. Wright; 
First Vice-President, C. H. Hudson: Second Vice-President, 
D. J. Whittemore: Secretary, L. P. Morehouse: Treasurer, 
Charles Fitzsimons; Librarian, G. A. Liljencrantz ; 
Trustees, S. G. Artingstall and A. Gottlieb. 

A vote of thanks was tendered to the Association of County 
Surveyors and Civil Engineers of Indiana, for an invitation 
to attend the annual meeting at Indianapolis, Jan. 19. 

President Wright took the chair. introduced by Mr. Cregier 
and made a brief address. 

The Committee report presented by Mr. Cooley was taken 
up for discussion. Mr. Cooley read a paper (to be printed). 
and after a full discussion the recommendation of the report 
was adopted. 

At request of Mr. Irish the general interests of the Society 
were informally discussed. It was understood that the board 
of trustees should give this matter consideration. The Society 
then adjourned. 


An American Bridge for New South Wales. 
A cablegram from Sydney, Australia, announces that a 
pot me an been signed between the Government of New 
South Wales and the Union Bridge Co., of New York, to con- 
struct a bridge 3,000 ft. long across the Hawkesbury Kiver. 
This bridge isa double-track railway bridge, consisting of 
seven spans of 415 ft. each, resting upon stone piers. The 
foundations, which are to be of beton inclosed in iron caissons, 
are to go down to the unprecedented depth of 170 ft. below 
tide. The contract calls for the doing of this in 2', years, 
and for a sum not much over one-half of the original estimate 
of the cost of $3,000,000. The Union Bridge Co. obtained this 
contract in consequence of two things—first. American bridge 
manufacturers have learned, notwithstanding the higher 
rates of wages in this country, to construct bridges at a less 
price per pound than they can be built in Europe; secondly. 
the plans of the Union Bridge Co., particularly as respects the 
foundations, were decided by a commission of the most emi- 
nent civil engineers in England to be the best among the 16 
competitive designs submitted. Americans have been treated 
in this whole competition with great fairness, both by the 
New South Wales Government and by the English engineers 
who acted as judges. 
Freight Brake Tests. 

The Committee of the Master Car-Builders’ As:ociation, who 
are appointed to consider the above question, have issued a 
circular addressed to al] the State Railroad Commissioners 
throughout the country informing them of the conditions of 
the forthcoming tests at Burlington, la.. on July 13 next, 
and requesting any suggestions as to the tests to which the 
various brakes should be subjected. Mr. G. W. Rhodes, 
Superintendent Motive Power Chicago, Burlington & Quincy 
Railroad, Aurora, Ill., is the Chairman of the above com- 
mittee, and all communications in refereuce to the matter 
should be addressed to him, 
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EDITORIAL ANNOUNCEMENTS. 


Passes.—All persons connected with this paper are forbid 
den to ask for a under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 





Contributions.—Subsecribers and others will materially 
assist us in making our news accurate and complete if 
they will send us early infe~mation of events which take 
place under their observation, such as changes in rail- 
road officers, organizations and changes of companies 
the letting, progress and completion of contracts for new 
works or important improvements of old ones, experi- 
ments in the construction of roads and machinery and 
in their management, particulars as to the business of 
railroads, and suggestions as to its mprovement. Dis- 
cussions of subjects pertaining to ALL DEPARTMENTS of 
railroad business by men practically acquainted with 
them are especially desired. Officers will oblige us by 
forwarding early copies of notices of meetings, elections, 
appointments, and especially annual reports, some notice 
of all of which will be published, 





Advertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
UMNS. We give in our editorial columns OUR OWN opin- 
tons, and those only, and in our news columns present 
only such matter as we consider interesting and im- 
portant to our readers. Those who wish to recommend 
their inventions, machinery, supplies, financial schemes, 
etc., to our readers can do so fully in our advertising co!- 
umns, but it is useless to ask us to recommend them edi- 
torially, either for money or in consideration of advertis- 
ing patronage. 





COUPLING IN A VERTICAL PLANE. 


Few attentive observers of the coupler question can 
have failed to detect that one of the greatest, if not 
the greatest, of the immediate obstacles to an early 
settlement of the coupler question is that, numerous 
as are the couplers competing for public favor, those 
which have attained any piominence may all be 
divided into two great types, each having strong, nu- 
merous and sincere advocates, and yet each type dif- 
fering from the other type so radically that no com- 
promise between them is well possible. There is not 
the slightest probability that any one particular patent 
will ever attain exclusive use—certainly not for a long 
time—nor is it necessary that it should, to settle the 
question, for as between the different couplers 
of the same type there are in each case four or five at 
least which, if any one of them were generally 
adopted or recommended for adoption, would either 
couple automatically with the favored one as they 
stand, or could and would be at once so modified as to 
do so. Thus, the largest immediate difticulty—possi- 
bly the only one of moment—is to secure the general 
acceptance of one or the other of these types. The 
rest will be very apt to follow naturally, for no one 
coupler can successfully impede progress by attempt- 
ing to establish a monopoly, evenif it were given such 
preference as to be the only one of that type recom- 
mended by name, with the addendum sure to be made 
to any such recommendation—‘‘or such as shall 
couple automatically with it, and equally well with 
common draw-heads.” In all probability not even 
this much indorsement will ever be given officially 
to any one coupler, and it is to be feared, not even to 
any one type. 

To define either one of these types in a word is not 
easy, and it is not surprising that a dismal failure 
should have been made of the only attempt to do so. 
The two types may be defined broadly as 

(1). Those which have a hook or some equivalent 
which moves laterally, or in a horizontal plane, in 
coupling, like the Miller passenger coupler, and hence 
would or might have their surfaces in contact in a ver- 
tical plane, whence the name *‘ vertical plane coupler,” 
and 

(2). Those whose parts move up and down in act of 
coupling, or in a vertical plane, like the pin of a link 
coupler, commonly distinguished, however, not as 
horizontal plane couplers (which would be a term 
without meaning in their case) but as of the link 
type. 

More intelligible and appropriate designations of 
the two types would probably have been to reverse 
the names given—to call the first type horizontal 
plane couplers, or those whose motions in the act of 
coupling are in a horizontal plane, and the other the 
verticul plune type, and this is the sense in which 
they are commonly interpreted by those who hear 
them for the first time ; but the term *‘ vertical plane” 
coupler, for the first type, is now well established. 

Since a practical agreement on one or the other of 
these types is the first great step to a settlement of the 








every one concerned to consider as fully and as 
carefully as possible which of the types is, 
under all the circumstances, mechanically best 
fitted for adoption, in order to help along 
that drift of events which is probably the only rational 
hope of a final settlement and decision. Signs are not 


-| wanting that the question may possibly be practically 


settled in this way much sooner than is generally 
expected, for action of some kind is multiplying, and 
slight causes in the beginning change the direction of 
progress to one side or the other. 

It is perhaps still too early to speculate as to which 
type even present tendencies seem to favor, but any 
tendency toward either of the two types, if only it be 
decided and continuous, is to be hailed by all disin- 
terested persons as a fortunate result. The practical 
railroad man may well cry, with Captain Macheath 
in the old song— ’ 

‘* How happy could | be with either. 
Were t’other dear charmer away”! 

It certainly has not been, and probably cannot be 
shown to the satisfaction of practical men that either 
type has sufficient advantage over the other to make it 
anything but a fortunate circumstance if it were sunk 
in the sea and forgotten. The field would then be clear 
for what would almost certainly be a speedy decision, 
even if it were not ideally the best decision. 

The desirability of some decided drift in one direc- 
tion or the other was perceived some time ago by 
some prominent members of the Master Car-Builders’ 
Association, who favored the ‘‘ vertical plane” type, 
and at the Saratoga (June, 1884) convention of that 
body a résolution was proposed and, in form at least, 
passed unanimously, that ‘' the best coupler mechani- 
cally is one which performs the coupling along a ver- 
tical plane.” The subsequent course of that body has 
shown, however, as was clear at the time to all those 
who listened to the discussion, that if the words ‘* best 
coupler mechanically” were to be interpreted in a 
practical sense, as meaning that the type was the one 
which, under all the existing circumstances, offered 
such decided advantages that no other type 
should thereafter be considered, the vast majority 
of the Association did not believe anything of 
the kind, for but few of them had formed 
decided convictions of any kind on «the subject. 
It was therefore, in a sense at least, unfortunate 
that the resolution should have passed in the form it 
did, for it had an appearance of committing the body 
of the Association to views which it now clearly ap- 
pears they were not, as a body, prepared to accept. 
The only resolution which would have really been a 
step in advance, would have been sométhing to the 
effect that it was ‘‘the sense of the Association that, 
under all existing circumstances, the vertical plane 
type of coupler (or the other, as the case might be) 
was so much better adapted to fulfill the practical 
mechanical requirements that it was inexpedient to 
experiment with couplers of any other type.” The 
resolution at first proposed was almost equivalent to 
this, but, whether because it appeared that a resolution 
in that form had little chance of passing, or for some 
other reason, it was abandoned in favor of the more 
abstract declaration, the obvious objection to which is 
that, if it means as much as the other, it should have 
said so, and if it means by ‘‘ the best mechanically ” 
anything less than ‘‘ the best practically,” it is little to 
the purpose. 

Suppose, to illustrate the difficulty, a body of engi- 
neers were debating what line should be adopted for 
a railroad, and, to assist to a solution, some one 
should move a resolution like this : 

‘** Resolved, That the best railroad line, mechanically, is 
that which has the easiest grades and fewest curves.” 

The obvious answer to such a resolution is that, in 
so far as it is true, it is not pertinent, and that, in so 
far as it is pertinent, itis not true. The question to 
be decided is not an abstract one, as to what railroad 
line might, could, would or should be best in some 
ideal state of things, but as to what line is best under 
all the circumstances of the existing situation in the 
given particular case. 

It may indeed be claimed that the parallel is not ex- 
act, because every one knows, abstractly, that as be- 
tween a straight and level line and gradés er curves 
the former is the best, whereas every one does not 
know which is the best typeof coupler even abstract- 
ly; and that supposing this elementary,principle to 
be unknown, the first step in the instance supposed is 
to lay down a general principle to guide a choice. 

But this exception is not valid. Supposing engi- 
neers to be engaged in choosing between alternate 
lines with such an ignorance of the fundamental prin- 
ciples which should guide a choice as that assumed ; 
what is the first rational step? To lay down first a 





general principle? Not at all; but rather to proceed 


whole question, if not the Jast one also. it becomes 'to determine with such care as they can, from such 






light as they have, what is the best thing to do in this 
particular case. After having done this a sufficient 
number of times, they may then reasonably proceed 
to the further step of laying down a general principle: 
but if a man cannot tell what is best to do in the ex- 
isting situation, which he has seen, how can he tell 
what is best to do in some ideal situation, which he has 
not seen, and which, so far as he knows, does not and 
never will exist ? 

So it is with the coupler question. ‘‘ The best 
coupler mechanically” is that which, under all the 
existing circumstances of the actual situation, will 
best fulfill practical requirements. If that is once 
determined, any consideration whatever of other 
types is inexpedient. If that is not determined, the 
passage of resolutions as to what might, could, would 
or should be the~ best coupler under some situation 
which does not exist—as, for instance, if no period of 
transition from the common link coupler were to be 
considered, or if there were no interchange of cars, 
or if there were 6 or 8 in. instead of 38 or 4 in. differ- 
ence in the height of draw-bars of the cars largely 
interchanged—will not. be likely to help materially 
to a decision ; nor does it appear to have done so in 
the case of the resolution as passed. Had the reso- 
lution as first proposed, ‘‘ that any automatic coupler 
presented here should couple in a vertical plane,” been 
passed by the Association in a deliberate and 
well-considered way and with eyes open, it would 
have been a fortunate circumstance, and we should 
probably be much further advanced toward the end. 
As modified into a declaration of abstract principle, 
and passed, it Las since been persistently disregarded, 
and the Association has in its later action preserved 
an attitude of strict impartiality between the two 
types, as was its duty to do until it could come to some 
more definite agreement than was involved in the 
resolution. 

Therefore, the vital question of which type it is 
most expedient to select from a practical point of 
view still remains practically unacted on officially 
(for all state action as well as the Master Car-Builders 
Association has dodged a decision of this vital ques- 
tion). The drift of events is alone tending to settle it, 
if even that is, which cannot be asserted. This is to 
be regretted, for we believe that, as already stated, all 
reasonable, unbiased men who have studied the situa- 
tion, would hail with the greatest satisfaction any de- 
cided tendency toward either type which would put 
the other completely out of the game. However much 
interested or biased advocates may urge that their 
type alone should be adopted, this result alone, 
we believe, is what disinterested men, who de 
sire only ‘the public good in this matter, are very 
anxious to see come about ; and as it is not lhkely to 
come about except as an increasing number of men 
fall in with the view that this or that type 
is the one which either ought to be or will be gener- 
ally adopted, it may help toward that very desirable 
end to consider, in an entirely unbiased and (so far 
as is possible) strictly impartial manner, what are the 
mechanical merits of the two types of coup lers, not in 
the abstract, but under all the circumstances of the 
existing situation. This we cannot attempt now, fur- 
ther than to say—what almost goes without saying— 
that neither of the types can be rationally claimed to 
have all the arguments on its side, or even a very 
heavy preponderance. 








The Trunk Line Through Traffic Movement. 


While the east-bound shipments from Chicago in 
December last were less than in 1884 and every other 
year but one since 1879, the total eastward shipments 
from the western termini of the Eastern trunk lines 
were larger than in any other year except 1881 and 
1882, and 224 per cent. more than in 1884 and 204 more 
than in 1883. This shows that a smaller propor- 
tion of the trunk line freight than usual came from 
Chicago. 

Earlier in the year the eastern movement over the 
trunk lines seems not to have been stimulated by low 
rates, like the Chicago shipments, for in months when 
rates were lowest the shipments were not much in- 
creased. For instance, the trunk line shipments in 
December, when rates were maintained on the 25 cent 
basis, were but 4} per cent. less than in September, 
when they were down to10 and 12 cents, while the 
Chicago shipments were 20 per cent. less in December; 
and the differerce'is also seen in the spring shipments 
—doubtless due to the fact that a great deal which the 
railroads at Chicago gain by low rates is simply divert- 
ed from vessels which carry to the trunk lines at Buf- 
falo and Erie. 

For the whole year the trunk-line tonnage eastward 
(all going from their western termini, whether to the 
seaboard or to interior points) has been : 





1880. 1882. 1883. 1884. 1885. 
10,483,374 9,875,217 10,060,304 8,862,037 9,807,504 
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The increase last year over 1884 is 10% per cent., but 
there is a decrease compared with previous years. 
The shipments by the Lackawanna and the West 
Shore are not :ncluded, however, and these would in- 
crease the total considerably in the last two years, and 
the Lackawanna’s somewhat in 1882also. For the last 
two years, however, the comparison is accurate as it 
stands. The new roads carry not nearly as much as 
the old ones. 

This is the largest single traffic movement reported 
in this country, but it is less significant of the condi- 
tion of the country, probably, than the west-bound 
movement, though several times as great ;-because 
variations in the quantities of produce marketed and 
in the proportion of it going by canal have a great 
effect on the movement eastward. The shipments by 
rail may be very large when the gross amount 
realized by the producers is quite small, as was the 
case last year; and when the producers of the east- 
bound freight have reduced incomes, they purchase 
less and so reduce the amount of west-bound freight. 
This latter fell off materially after 1882, and for six 
years has been (through from the four seaboard 
cities) : 

1880, 
1,871,770 


1881, 1883 1884. 1885. 
2,120,205 1,890,259 1,920,645 2,045,625 

As this freight includes the larger part of the supplies 
of certain kinds of goods, especially dry goods, for 
the whole country, and as the population of the coun- 
try has increased about 17 .per cent. since 1880, there 
should have been 2,190,000 tons shipped in 1885 to 
correspond with the movement in 1880, As for nine 
months of last year the rates were a third less than in 
1880, and for four months not half as great, and as a 
considerable traffic is diverted from the canal and 
other routes by these rates, it is not probable that the 
total movement from the seaboard was as large last 
year as in 1880, and the movement per inhabitant 
must have been a fifth, or even a fourth, less. 

The total shipments in 1885 were 6} per cent. more 
than in 1884; but this does not show the improvement 
that has taken place, because down to September, in 
spite of the lower rates, the shipments were less thun 
in 1884, and in the last four months of the year they 
were : 


1580. 
11,330 


882 
2,369,896 


1881. 
$22,637 


18:2 
706,415 


1883. 1884. 1885. 
617,921 592,079 721,269 

So that in this period, when we may suppose the 
purchases of the country to be determined largely by 
the last harvest, the shipments were larger last year 
than in any other except during the railroad war of 
1881, and 22 per cent. more than in 1884, when, how- 
ever, they were smallest. Doubtless the shipments 
were increased considerably in September and Octo- 
ber last year by the low rates: but examination shows 
that in the last.two months also they were larger than 
in any other year except 1881, having been in Novem- 
ber and December : 


1880. 1881. 
277,357 362,243 


1882. 1883. 1884. 
274,344 256,168 245,920 
the increase over 1884 being 184 per cent. 

Thus so far as the east-bound freight movement is 
concerned, there was a well marked change, begin- 
ning after harvest, from a period of great dullness, and 
though there is nothing in the eastward movement 
of produce nor in the prices obtained for it, nor in the 
exports, to which wecan attribute the increased pur- 
chases of the country, this heavy west-bound move- 
ment Eeeps up. 

The east-bound movement, it is true, was consider- 
ably (13 per cent.) larger in the last four months of 
18385 than in the corresponding period of 1884, but 
more than three-fourths of the gain for the four 
months was in September and the first half of Octo- 
ber, when it was certainly due mostly to the extremely 
low rates, and was not an indication of larger total 
shipments, but chiefly of a diversion of traffic. 

The failure of this great trunk line traffic to increase 
in proportion to population since 1880 is a disappoint- 
ment, the more so because the movement has been 
stimulated by a reduction of rates—not simply by 
railroad wars, but by reductions in the regular rates. 
Thus the winter rate, when maintained, on east-bound 
grain has, for two years, been 374 per cent. less than 
in 1880, and thesummer rate 33} per cent. less. The 
reduction in west-bound rates has been something 
like 18 per cent. on the average. But last year the 
average rates actually collected were far below these. 

So far as the profits of the several roads are con- 
cerned, the case is much worse; the reduction in work- 
ing expenses—legitimate expenses—since 1880 has not 
been great, so that most of the decrease in rates has 
come out of net earnings; and the increase in the num- 
ber of railroads has compelled the division of the 
smaller profits into a greater number of parts. If this 
traffic were all the trunk-lines and their connections 
had to support them, they would be in a 
sorry case indeed: and so if their other . traffic 


1885. 
291,799 





had fared like this great through traffic. We 
must not lose sight of the fact, however, that they 
have had a great increase in local traffic since 
1880, there being an immense increase in manufact- 
uring and mining euterprises for two or three years 
afterwards; and though many of these enterprises 
have been in a suffering condition for two years past, 
and there has béen little addition to them in that time, 
doubtless in the aggregate they have afforded a much 
larger traffic than in 1880, though usually a less profit- 
able traffic. We shall probably have to look to this 
local traffic, which, when business is prosperous, will 
be able to pay profitable rates, and to the maintenance 
of through rates, for the chief part of any increase in 
profits on the lines between the seaboard and Chicago 
and St. Louis. There is no indication of a great in- 
crease in the amount of through freight, and no one 
expects ever to be able to get the through rates which 
were easily maintained in 1880 and part of 1881. 








Pennsylvania Railroad Earnings and Expenses. 





The December report of this company is the most 
favorable one made in 1885, the gair in net earnings 
having been remarkably large. For 12 successive 
years the gross and net earnings and working ex 
penses of the lines east of Pittsburgh and Erie have 
been : 


Year. Grossearn. Expenses Net, earn 
1873 $2.958,768 $1,925,991 $1.032.777 
RRR 3.U87,11 1.838.496 1,248.619 
1875 .. 2,801.1 1,521,555 1,279,616 
1876 - 3,082,587 1,710 428 1,372 159 
1877 . 2,841, 1,641,786 1,199,606 
1878. .. 2,605,297 1,673,363 9'31,934 
1879. . 3,453,924 1,941 ,87 1,512,054 
1880. 3.547,528 2,421,566 1,126, 752 
1881. 3,731,820 2,528,569 1,203,251 
SPR 4.157,238 972,426 1.184,912 
1883.. 3,840,509 2.657.282 1,1833,227 
1-84.. errr 2.673,098 1,096,229 
1835... 4,046,682 2,687, 481 L 359,201 


Thus the gross earnings last December have been 
exceeded in that month but once in the history of the 
road, in 1882; the same may be said of the expenses, 
while the net earnings were the largest since 1879, 


Compared with 1883, when gross and net earnings 
and expenses were largest, the decreases have been : 


dross earnings. Expenses. Net rtny 
OC ORE $5,468,225 $2,267,392 $3, 200. 
| ne 10.7 7.1 


The surplus or deficit of 
burgh and Erie has been: 


the system west of Pitts- 


Year Year. 

1879 . Surplus $1. 623,610 | 188% ... ..... Surplus $812,669 
Sarre 3,072,052 | 1884.... .... Deficit 862,852 
OS ” 2,648, "338 ease ecace = 1,082,024 
i882..... ne 1,894,300 | 


Thus the deficit was but little greater last year than 
in 1884, but compared with previous years the loss is 
from $1,894,000 to $4,154,000—a very serious amount 
indeed. 

Adding this surplus to and subtracting the deficit 
from the net earnings of the eastern system, we have 
as the income from the two systems: 


Year. Year. 

1879.. $15,861,179 1883.........66. cee $20,148,771 
DED cincdeévodees coin 19,707,077 | 1884. .........0e eee 18.473,250 
. . 20.062 pint PDs wan sdesnundeeses 15,053,245 
Es perperiiaeesies 20,326,72' 


Thus in the year 1885 the profits were smaller than in 
any other of the seven. The decrease from 1884 is 
$3,420.005, which is about 34 per cent. on the stock 
outstanding : and compared with 1883 the decréase is 
$5,095,526, which is 5} per cent. on the stock. 

The statement for December shows how greata 
change in the profits of this company a change in 
circumstances may make. 





The Penneyly ania Railroad ( ompany has announced 
finally the plan which it has had in preparation for 
some time fora relief or insurance society for its em- 
ployés, of which a summary is given elsewhere. 
Under the plan as finally prepared, all employés of 
the company are to be permitted and requested to 
contribute an amount based upon their monthly 
wages and varying from 75 cents to $3.75 per month. 
They are to be divided into five classes, the first class 
consisting of those whose monthly salaries do not ex- 
ceed $35 ; the second, those-between $35 and $60 ; the 
third, those between $60 and $80; the fourth, those 
between $80 and $100; and the fifth including all 


and have been exceeded only in 1879 and 1876. Com- ‘ 
a : _ sa . Cm whose monthly salaries exceed $100. The payment 
pared with 1834 the increases are : ¢ ba “ee 
ines wet | Of the montbly contribution will insure a_ pay- 
carnings. Expenses. earnngs.|ment, in case of disability from accident or 
ee lla ace a "74 ne aoe Y sickness, ranging from 50 cents to $2.50 per 
This is the fourth month of the year that there has|day, this disability payment to continue not 


been an increase in net earnings. It was $4,576 in 
September, $13,111 in October, $140,574 in November, 
and now $262,972 in December. 

The surplus over all liabilities, or the deficiency in 
meeting theim, of the lines west of Pittsburgh and Erie 
has been in December : 


1879. 1880. 1881. 1882. 1883. 1884. 1885 
Surplus. Surplus. Deficit. Deficit. Deficit. Deficit. Surplus. 
$541,362 $212,490 $91,670 $6,984 $298,134 $131,741 $117,299 


Thus these roads had a surplus last December for 
the first time since 1880, and the gain over last year is 
$245,040, which is nearly as much as the gain in net 
earnings on the eastern system. There has been a 
profit on this western system in only six months 
since October, 1883—April, July, September and Oc- 
tober, of 1884, and October and December of last 
year. 

Adding the profit or subtracting the loss of this 
western system from the net earnings of the eastern 
system we have as the income of both systems: 


- 3 ossene| I Paes ase S086 dvi 
«+. 1.111.581 | 1885............ ..... 1,472,500 
- 1,177,928 


Thus, the profits from the two systems were larger 
last December than in any other, except in 1879, and 
and were $508,012, or 53 per cent., more than in 1884 
—a great and sudden gain, in itself more than } per 
cent. cn the stock outstandin g. 

For the year ending with December the mileage, 
gross earnings, working expenses and net earnings of 
the lines east of Pittsburgh and Erie have been, for 
the last 13 years: 


Year 
..-. $2,053,416 








Year. Miles. Gross earnings. Expenses. Net earnings 
oS 1,505 $39,983,129 $26,753,587 $13,199.552 
1874....... 1,521 37,386,427 23,011,74 14.374.678 
RBIS. cccccce 1,574 34,464,104 21,094,461 13,369,643 
ae 1.624 36,891,061 22! 081,229 14,809, 
cr 1,716 31,117,146 19,028.467 12,088.679 
BS santas 1,716 31, 636,535 18,468, 13,167,741 
= ,806 #4, 1620279 20,382,740 14,237,539 
ae 1,870 = 260, 072 24,625,047 16,635,025 
1 124.183 26,709,810 17,414,373 
49,070,834 30,647 406 18,432,428 
83. . 51,083,252 31,747,150 19,336.102 
a ‘“ 48, 566,918 30,527,016 18,058,902 
1885. .... *"79'310 45, 61 5,027 29,479,758 16, 135. 269 


Thus, for the year 1885 the gross earnings and the 
expenses were the smallest since 1881, and the net 
earnings the smallest since 1879. 

The increase in mileage has been quite important— 
28 per cent. since 1879, and 22} per cent. since 1881, 
when the gross earnings were nearly as large as last 
year, and the net earnings 7} per cent. larger. 

Compared with 1884 the decreases in 1885 are : 


Gross earnings. Expenses. Net earnings. 
Amount.... ...... $2,951,884 $1,047,251 $1,904,633 
Per cent eee 6.1 3, 10.6 





longer than one year, in any case, and to be 
reduced one-half after the first 26 weeks in case of 
accident. Payment in the event of- death from 
accident will be $500 for the first class, $1,000 for the 
second, $1,500 for the third, $2,000 for the fourth and 

2,500 for the fifth class, and one-half of those 
amounts in case of death from natural causes. The 
company assumes all expenses of the management of 
the funds, and guarantees the proper care of all 
money paid into it, and also all payments which may 
become due under its regulations. It will also pay 
into the fund all sums received from fines imposed 
upon the employés for dereliction in duty. 

The general regulations under which the fund will 
be conducted do not, of course, differ greatly from 
those which have already been approved by trial in 
other funds and associations of the same class, They 
have been carefully prepared, and are evidently 
intended to meet all contingencies which may arise. 
While membership in thé fund will not be compulsory, 
but voluntary on the part of the employés, division 
officers are required to present to the men under their 
charge the advantages offered, and to persuade them 
by all proper means to join the membership. 

It will be observed that this company’s plan differs 
somewhat from that adopted with so much success by 
the Baltimore & Ohio, in that the relief fund is a de- 
partment of the company and under its management, 
and that the employés are not organized into a separate 
organization. The officer in charge of the fund will 
be an officer of the company and appointed by it. He 
will, however, be assisted by an advisory board in 
which the company and the employés will have an 
equal representation. 

The charge of the new department is committed to 
a most competent officer, the first Superintendent of 
the Relief Fund being Mr. John A. Anderson. who 
has been for many years Superintendent of the Belvi- 
dere Division, and who has given much thought and 
careful study to the relations of employés to the 
corporation. 

The choice has also been an excellent one from the 
fact that Mr. Anderson is well known as a friend of 
the employés, and will undoubtedly command the 
confidence of all, and especially of that considerable 
class which is inclined to be somewhat suspicious and 
fault-finding in the case of any plan proposed by the 
company. 








The Hoar bill, providing for the payment of the in- 
debtedness of the Pacific railroads to the govern- 
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ment, has been introduced in the Senate again this 
year, but modified in some particulars. 

The bill provides that the ‘ present value” of the 
debts (which become due in 1897, 96 and ’98) Oct. 1 


next shall be ascertained on the basis of 3 
per cent. interest uncompounded, which will 
be about 724 per cent. of the debt at that 


time, and amount, for all the companies, to about 
$112,000.000, as nearly as we can ascertain. This 
debt is to be paid in 160 equal hali-yearly install- 
ments, interest at 3 per cent., uncompounded, being 
added for the average date of payment—that is, 
for 40 years, which will make the gross sum 120 
per cent. greater than the principal, viz., $246,000,- 
000, and the half-yearly payment $1,537,500. Now 
the interest alone on the ‘‘ present” value of the 
debt, at 3 per cent.. would be $3,360,000 per 
year, or $285,000 more than it is proposed to have 
the companies pay to retire the principal as well as the 
interest. The arrangement, therefore, is equivalent to 
giving the Pacitic railroads the principal of what they 
owe to the government, on condition that they pay 
interest on it for 80 years at a rate (2? per cent.) lower 
than the government even is able to borrow, and at 
least two-fifths less than the rate which these compa- 
nies have to pay capitalists for the use of money. 
is simply a round-about means of giving these rail- 
roads another subsidy exactly like the first one—that 
is, the use of interest money without interest for a 
long term of years. For instarce, the installment of 
$3,075,000 due in 1966, under the Hoar bill, could be 
provided for by investing $292,125 in a 3 per cent. sink- 
ing fund this year. 

When the present value of these debts is ascer- 
tained, there is no reason why the companies should 
not pay interest on it yearly until the principal is 
paid, just as every other debtor has to 
The origmal contract with the companies pro- 
vided that the government should advance 
the interest and that the companies need not 
pay it until the principal became due. This 
contract must be fulfilled; it gave the companies the 
use of large sums of money without interest for from 
one to thirty years, and was worth tens of millions to 
them. This was what their subsidy consisted of 
chiefly, and nothing is to be said at this day against 
giving them the advantage of it. But they do get the 
whole advantage of it by the method of calculating 
the ** present value ” of the debts provided by the 
Hoar bill, and then they are given an entirely new 
advantage by the postponement of the 
payments fora further and longer period. 

It is remarkable that the true effect of the proposed 
bill seems not to be suspected by the proposers of it 
even. The reckoning of the interest for the average 
time of payment helps to conceal it somewhat, but in 
effect, as we have seen, the bill forgives the whole 
principal of the debt, and accepts for a limited period 
2% per cent. in lieu of interest and principal. There 
might be less confusion about it if the fact was realized 
that the present value of $1,000 due 80 years hence is 


do. 


interest 


about $95, and that the larger part of the payments re- | 


quired by the bill would be for interest which had re- 
mained unpaid and without bearing interest from one 
to 80 years. 





Mr. Charles Paine’s resignation of his position as Sec- 
ond Vice-President of the New York,Lake Erie & West. 
ern to accept the vice-presidency of the great natural 
gas company, of Pittsburgh, organized by Mr. George 
Westinghouse, raises the question why it is that enter- 
prises so much less important than railroads so often 
are able to take their ablest managing officers from the 
latter. How they do it we know; they pay higher 
salaries, or give better opportunities (as in manufact- 
uring enterprises) for making a large income, or a 
fortune. But it seems absurd to suppose that the services 
ofa man, practically familiar, by a lifetime of service, 
with all the details of railroad business,should be worth 
as much to a manufacturing company, earning a few 
hundred thousand, or even to a gas company, the 
limit to whose earnings has not yet been discovered, 
as to a railroad company earning twenty or thirty 
millions. But it is not always so absurd as it seems. 
The establishment and organization of a new enter- 
prise, for instance, demands qualities which are of 
less importance in one already well established. The 
error of judgment which, in the management of an 
established business, may result in losing some thou- 
sands of dollars of income, in the establishment of a 
new business may reduce the capitalized vaiuation by 
millions. 


quiring an interest which, under successful manage- 
ment, will in no very long time grow into a consider- 


able capital; and also by the prospects of greater 


It | 


In small] enterprises, moreover, the able 
manager is often tempted by the opportunity of ac- 





[ 


| permanence and independence than railroad service 
| assures, 

| There can be no doubt, however, that a great rail- 
|road company can afford to pay any salaries necessary 
| to command the highest ability and skill required in 
lits several departments. Whether they are high 
enough or not depends on their actually attracting 
this kind of ability. An officer with thousands of men 
under him, directing the expenditures of tens of mil- 
lions of dollars, by a slight difference in his efficiency 
can make a difference in income many times as 
great as the greatest difference in salaries paid. 
There have been cases, probably, when com- 
panies have paid salaries higher than were neces- 
sary to get the best men, as is indicated by the fact 
that many just as good or better men were secured 
and kept permanently at lower salaries ; but corpora- 
| tions are not likely to err often in that direction un- 
less their stockholders have virtually abdicated, either 
| from hopelessness, or because they are receiving so 
| great returns that they dare not ask for more. They 
jneed to keep alwaysin mind, that with officers as 
| with materials, and with officers much more than 
with materials, and with the chief managing officers 
| most of all, the motto for them is, ‘‘ Get the best.” 
There is one feature in this capture of railroad offi- 





cers by other enterprises which may be welcomed. It 
| tehds to make railroad salaries higher. The greater 


| the competition for their services, the better the rail- 
road men will be treated. In many railroad offices a 
skill in organization and administration are developed 
which have great value in any enterprise of consider- 
able extent, where the technical railroad knowledge 
may have almost no value. In this country, however, 
the growth of railroads has been more rapid than that 
of almost any other business, and naturally the rail- 
road career has been in the great majority of cases the 
most promising one to the railroad man. 











December Accidents. 





Our record of train accidents in December, given on an. 
other page, contains notes of 37 collisions, 32 derailment 
and 5 other accidents; a total of 74 accidents, in which 31 
persons were killed and 153 injured. 

Eleven collisions, 7 derailments and 1 other accident 
caused the death of one or more persons each; 10 collisions 
and 10 deraiiments resulted in injury to persons, but not 
death. In all, 19 accidents caused death or fatal injury, 
while in 20 others there were lesser injuries; a total of 39 
accidents, leaving 35, or 47 per cent. of the whole number, 
in which there was no injury to persons severe enough to be 
recorded. 

The 37 collisions caused 23 deaths and 54 injuries; the 32 
derailments killed 7 persons and injured 98, while in the 
5 other accidents 1 person was killed and i hurt. 

Of the persons killed 20, and of those injured 51, 
were railroad employés, that class of persons thus furnish- 
ing 6419 per cent. of the killed, 3314 per cent. of the injured 
and 381¢ per cent. of the whole number of casualties. 

As compared with December, 1884, there was a decrease 
of 31 accidents, but an increase of 7 killed and 44 injured. 

These accidents may be classed as to their nature and causes 
as follows : 

COLLISIONS: 
DE ccd padnnacadcnasvesneeus panndcttes Sec eueauseeuaen 


RE rte rT 
Ere 





| 37 
DERAILMENTS: 
Broken rail 5 
OARS Pee Pee care eee ee Ne bc debua tas ae, 
Broken EY sore caesa Sepaans anon smem $A) oGneakonances —: 
» 





Spreading of rails ................ 
SC, Rae 





PE In cae, Cavieed svnace SS 
OLMIS jon ccica nes sNie came asia pip sbaeia ced 1 
PE aGecantGekedatchecssevacenudcsbian! 4usaned coan te 1 
ME ah aa bau haasin roe eae NemaChSN ae bss Bakes bees 1 
PE ON ccicciae Sancdewssonkecetvabetcrcwnscthsoeas 5 
EN ahs) -sos.4659 Ae: Reepae bee ey caweckubanaebaewne 9 

— 32 


| OTHER ACCIDENTS: 
| Boiler Qxplosion............c022scceecccesses . 
Broken parallel-rod.... . Sa Sse ah ceceINaNS odie ab a's), SS 2 


Cars buroed while running PN enin Rte. 0 Some iber ce. 1 
D) GR IONEEE cen cochdasw tinesuaeigsiepshaphsdkts a. 6! > seeese 1 
} — 5 
| Total number of accidents...........0...6. see ee 74 


No less than 11 collisions were caused by trains breaking 
| in two. Three resulted from the absence of signals or failure 
to use them properly ; two from mistakes in orders; two 
| from cars blown out of sidings un the main track ; one each 
from a misplaced switch, a runaway train and a conductor’s 
| slow watch. : 
| The only broken bridge recorded failed because of the 
| washing out of its abutments by a freshet. 
| A general] classification of these accidents is 
follows : 


made as 


Collisions. Derailments. Other. Total. 
Defects of road 12 , 12 


| Defects of equipment. . 12 3 3 18 
| Negligence in operating..... 23 5 28 


| Unforeseen obstructions.... 2 3 2 7 
| Maliciously caused..... ....  .. j : 
os aaa ws 9 is 9 


| 


Total 37 32 5 74 





| Negligence in operating is thus charged with 38 per cent. 
of all the accidents, defects of road with 16, and defects of 
equipment with 24 per cent, 








A division by classes of trains and accidents is as follows : 
Accidents: 


Collisions. Derailments. Other. Total. 

To passenger trains....... 1 14 2 17 
To a pass. and a freight..... 7 - ee qa 
To freight trains. ... 29 18 3 50 
a 37 32 5 74 


This shows accidents to a total of 111 trains, of which 
2214 per cent.) were passenger trains, and 86 (7714 per 
cent.) were freight trains. 

Of the total number of accidents 42 are recorded as hap- 
pening in daylight and 32 at night. 

The total number of accidents in each quarter of 1885 
and 1884, with the number of broken rails, were as follows: 


25 








- —1885. 1884.- 

Total. Bro. rails. P.c. Total. Bro. rails. P c. 
First quarter... 447 67 15.0 372 K 10.2 
Second quarter. 218 8 36 235 3 1.3 
Third quarter.. 259 8 3.1 278 3 1.1 
Fourth quarter 293 19 6.5 306 16 5.2 


The month was unusually favorable to railroad werk, win- 
ter having held off several weeks longer than it generally 
does, even in the extreme Northwest. Accordingly, we find 
but one snow accident and comparatively few of the broken 
rails and other accidents of the classes which generally fol- 
low extreme cold weather. 

An unusually large proportion of collisions—just one-half 
the whvle number of accidents—are recorded. Nearly one- 


third of these were the result of trains breaking in two, and 
this is the most notable feature of the record. 

For the year ending with November the record is as fol- 
lows : 








Accidents. Killed. Injured. 

January 5 24 182 
44 259 

17 84 

14 75 

8 65 

24 115 

28 75 

I iar Luis hcara claraid ceed Gan Owe. ame aRene 92 37 172 
EC isi. is. caktebauiciennes Cmerels 91 25 98 
SE ena eee 123 36 134 
Gh atuienctétinisansce ea ones 96 19 118 
MINE eons nsdn scdapwsew casconaninne 74 31 153 
MNS Los Cibicids Cog sana uss aide alas 307 1.530 
Total, same months, 1884....... ...... 389 1.769 
= a - 1883... 473 1,913 
1882 380 1,688 


The monthly average for the year was 101 accidents, 26 
killed and 128 hurt. The yearly average for the four years 
was 1,353 accidents, 387 killed and 1,698 injured. 

The averages per day were, for the month, 2.39 accidents, 
1,00 killed and 4.94 hurt ; for the year, 3.33 accidents, 9.84 
killed and 2.19 injured. 

The average casualties per accident for the month 
were 0.419 killed and 2.068 injured ; for the year they were 
0.252 killed and 1.257 injured. 

December makes a good showing as far as the number of 
accidents is concerned, although the number of killed and 
injured was above the average. 








American Pig lron Production. 


The American Iron and Steel Association has complete re- 
ports of the production of pig iron in the United States in 
1885, which, as estimated a few weeks ago, was very nearly 
the same as in 1884, but somewhat less than in any year 
since 1880, having been, in tons of 2,240 lbs. : 


Year. Tons. Year. Tons 

1880. yah ree SO Lee ... . 4,595.510 
rere lL eee CS 
| eer | ere 


The decrease from 1882, when the production was largest, 
is 578,797 tons, or 12!¢ per cent., which is less than might 
have been expected, considering the falling off in railroad 
construction and the general dullness in business; but it has 
been felt the more, because in 1882 preparations had been 
made for a large increase in production, the natural result of 
a demand which had increased it steadily and rapidly from 
1876 to 1882, and had doubled it since 1878. 

The decline since 1882 has not been as great as after 1873, 
when the production for four years was : 

1873. 1874. 1875. 1876. 
2,560,962 2,401,262 2,023,733 1,868,961 
so that in three years the production fell off 692,001 tons, or 
27 per cent., against 578,797 tons, or 1214 per cent., from 
1882 to 1885. It will be noted that the production declined 
for only three years after 1873, and that now, after having 
declined for three years after 1882, it has, at least for the 
time, begun to increase. 

To complete the record we add the production for the three 
years after 1876 : 

1877. 1878. 1879. 
2,066,594 2,301,215 2,741,853 

Thus after the decline for three years from 1873 to 1876, we 
had an increase for six years from 1876 to 1882. Weare 
ready for another six years’ growth now, but we shall not ex- 
pectitito be as much as 147per cent., as from 1876 to 1882. If it 
is, we shall produce 10,390,000 tons in 1892, which we should 
hardly be able to dispose of without making large exporta- 
tions. This suggests that there are many industries in the 
country which are not likely to have as rapid a development 
as they have had heretofore. After having obtained our 
supply of some goods from abroad, time and circumstances 
make it possible to produce our supply at home, and when 
this once begins the progress may be very rapid until nearly 
the whole supply is produced here ; but then it is not likely 
to be much if any faster than the growth in population, un- 
less we can manufacture cheap enough to compete with 
Europe for the supply of other countries, which has not often 
been possible he: etofore. 

If, therefore, there should be another period of great indus- 
trial growth in this country, as from 1878 to 1881, we may 
not be surprised if it is a different set of industries that make 
the great growth. : 

That pig-iron production has already begun to increase 1s 
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shown by this report, which gives the production in each half 
of the last two years as follows : 





ist half. 2d haf. Ist half. 2d half. 
2,024,836 2,073,743 1,920,372 2,123,976 

By which it appears that the lightest production was in the 
first half of 1885, when it was 5 per cent. less than in the cor- 
responding half of 1884, while in the last half the production 
was 2'¢ per cent. more than in 1884. 

Not all districts, however, increased their production in the 
last half of last year. While the total production was greater 
by 101¢ per cent. in the last half, much the larger part of 
the gain was in Pennsylvania, New Jersey, New York and 
Illinois, while Alabama, West Virginia and Wisconsin pro- 
duced less in the last than in the first half of the year, and 
Ohio, the state second in production, very little more. 

Pennsylvania more than held its own last year, producing 
54 per cent. of the total United States production, and Ohio 
is second with a very wide interval, having 1244 per cent., 
and I{linois, which imports both the ore and the fuel used in 
its furnaces, is third with 714 per cent., and Alabama fourth, 
with 5 cent. This leaves 2114 per cent. forall the other states 
tegether, and tbree of them, Virginia, Tennessee and New 
York, with nearly equal amounts, produced more than half 
of this—about 3% per cent. each. West Virginia, which 15 
years ago began to be held up as asecond Pennsylvania, pro- 
duced but 61,613 tons, or 1}¢ per cent. of the whole—about 
one-fifth as much as Illinois, The whole South east of the 
Mississippi produced 619,369 tons, or 15.3 per cent. of the 
whole—about one-fourth more than Ohio. Five Western 
states, hardly regarded as iron states at all—Michigan, In- 
diana, Illinois, Wisconsin and Missouri—produced just as 
much as Ohio—an eighth of the whole. 

The whole Northern production, however, is produced 
chiefly by fuel from Pennsylvania and Ohio, New York and 
New Jersey in the East smelting with Pennsylvania anthra- 
cite, and Illinois, Michigan and Wisconsin in the West with 
Pittsburgh coke. Aside from charcoal-iron, probably about 
five-sixths of the pig iron manufactured in the United Stat:s 
was smelted with Pennsylvania and Ohio fuel. 














Though the quantity of anthracite coal mined has varied 
from 23,437,000 to 31,793,000 tons in the last six years, the 
proportions produced by the different companies have not 
changed very greatly, the greatest change being the decrease 
of the Reading from 40.1 per cent. of the whole in 1880 to 
36.3 in 1884 and 39.9 in 1885, its loss being offset by gains 
from other companies, the largest being by the Pennsylvania 
(from 8 per cent. to 10.7). The production in 1880 and 
1885 was: 

1885. 


1880. Increase. 





Phila. & Reading. ... 11,680,780 9,404,065 2,276.715 24.2 
Lehigh Valley........ 6,107,445 4,394,532 1,712,913 39.0 
Del. Lack. & W. ..... 4,987,834 3,550,348 1,437,486 405 
Del. & Hudson...... .. 8,301,873 2 674,705 527,168 19.7 
Pennsylvania......... 3.393, 685 1,864,031 1,529,654 82.1 
Penva. Coal.......... 1,500,686 1,138,467 362,219 L& 
eae 651,226 411,094 240,132 58.4 

NOE cc teon came ens 31,623,529 23,437,242 8,185,287 349 


These rates of gain continued for another five years would 
make the total consumption about 43 million tons and give 
the Reading 14!4 million tons, the Lehigh Valley 814, the 
Lackawanna 7, the Pennsylvania more than 6, the Delaware 
& Hudson 4, the Pennsylvania Coal Co. nearly 2 and the 
Erie 1 million tons, so that the Reading’s share would be 
33.9, instead of 36.9, and the Pennsylvania’s 1414 per cent., 
iustead of 10%4. 

The increase in production was made all at once, as it were, 
but previous to 1879 there had been several years of stagna- 
tion, from 1873 to 1878, inclusive, averaging 19,670,000 
tons, and varying from 21,228,000 (in 1873) to 17,605,000 


(in 1878). Since 1878 it has been in thousands of tons: 
1879. 1880. 1881. 1882. 1883. 1884. 1885. 
26,143 23.437 28,500 29,120 31,793 30,757 31,624 


There is no such gain in this latter period as that from 
1878 to 1879, which was 8,538,000 tons, or 48 per cent. ; 
but the gain from 1880 to 1881 was 5,063,000 tons, or 2114 
per cent. The maximum was reached in 1883, and then 
the production was but 5,650,000 tons, or 2114 per cent., 
more than in 1879; for the last three years the production has 
been almost stationary, as from 1873 to 1878. 

Great quantities of coal are carried by the above railroads 
(especially by the Erie and the Peunsylvania), which is 
mined on some other road, and, therefore, not included above. 








The effect of the Western blockades on the receipts of grain 
at the Northwestern markets is shown below hy the arrivals, 
in bushels, for the last three weeks reported: 

Jan. 2. Jan. 9. Jan. 16. 
5,031,673 2,802,330 1,863,270 
Proportionally, the decrease has been largest at Chicago, but 

it has been very large everywhere else except Duluth. 








There was but little improvement in the Chicago through 
rail shipments in the week to Jan. 23. For successive years 
they have been, only flour, grain and provisions being in- 
cluded for the last two years, and freight of all classes pre- 
viously, in tons : 

1880. 1881. 1882. 1883. 1884. 1885. 1886. 
35,654 60,317 77,8679 53,657 53,327 50.331 25,952 

The shipments were thus but about half as great this year 
as last. To compare with previous years we should probably 
add 12,000 to 16,000 to the amount reported this year, for 
the higher class and other unreported freight. Such allow- 
ance makes the shipments this year about 10 per cent. more 
than in 1880, about one-fourth less than in 1883 and 1884, a 
third Jess than in 1881 and little more than half as great as 
in 1882, when rates were about as low as ever were known. 
Compared with 1881, the gross earnings from the shipments 
were about as 10 to 21, the railroads then getting $2 per ton 





more than now on shipments to New York ; the net earnings 
were about as 8 to 30. 

For six successive weeks the total shipments and the per- 
centage taken by each railroad have been : 








--——_ ——_—-——_ Week ending. —___—--—-~ 
Dec. Dec. Jan. Jan, Jan. Jan. 

Tons : 19. 26. 4 3 16. 23. 

re . 5,139 87.024 4,495 3,206 °3,804 4.41 
i iatcdine ened 21,2 18,834 19,440 17,056 10,713 12,736 
Provisions. ....... 10.522 11,715 10,27 8.913 8,965 8,800 
| ae ..36,930 37,573 34,213 29,175 23,482 25,952 

Per cent. : 

Cc. & Grend T. 9.0 10.6 11.8 7.7 7.2 7.5 
Mich. Cem... «0.» 21.0 13.5 11.0 13.4 12.0 12.0 
Lake Shore ........ 15.1 20.3 14.7 16.5 14.7 16.3 
Nickel Plate ...... 104 10.0 10.4 8.7 64 8.3 
Ft. Warte...xcc.c. 16.9 16.0 16.4 16.2% 23.7 18,1 
©., Bb. date Fo... 1L.5 13.2 13.8 11.8 16.4 124 
Balt. & Ohio..... 7.0 7.0 8.9 13.5 12.0 14.9 
Ch. & Atlantic... 9.0 9.4 13.0 12.2 7.6 10.5 
an a 100.0 100.0 100.0 100.0 100.0 100.0 


The gain last week over the previous week is 13}, per cent. 
im flour and 101, in grain, while there is a small decrease in 
provisions, 

The most notable feature in the percentages is the unusually 
large share of the Baltimore & Ohio, though the amount 
carried by it was not at all Jarge. It is made the more notice- 
able because it was nearly all grain (and nearly all corn). 
The Baltimore & Ohio carried 23.4 per cent. of the grain 
and more than any other road, which is very unusual. 
Next to it in grain shipments is the Chicago & 
Atlantic, with 20 per cent. of the whole, and this also is un- 
usual. It must be remembered, however, that the quantities 
are very small, and that one or two large exporters might 
ship all that was carried by any one road. The Michigan 
Central carried 17 per cent. of the grain, and the other five 
roads together less than 40 per cent. of it. On the other 
hand, the two Pennsylvania roads carried 4514 per cent. of 
the provisions, the Baltimore & Ohio only 7%{ per cent., and 
the Chicago & Atlantic only two tons out of 8,860. 

The shipments last week should not have been greatly 
affected by snow blockades, the lines east and west being open 
nearly all the week. 








The wheat movement to the seaboard has declined still 
further, and in the week to Jan. 16 was only 75,075 
bushels—the smallest for many years and not a day’s con- 
sumption. This is hardly a fair way of putting it, however, 
for the consumption is supplied by flour, and the receipts of 
that, though smaller than usual, were equivalent to 695,771 
bushels. It is quite common for the seaboard wheat 
receipts to exceed 2,000,000 bushels, though not at this 
season. There were two weeks in the summer of 1884 when 
they exceeded 3,000,000 bushels, and in one they were more 
than 4,000,000, and from the middle of July to the middle of 
November there were but two weeks when they did not ex- 
ceed 2,000,000. Last year they ranged from 362,000 
to 735,000 bushels per week in January and February, 
from which one may judge how small they are now, when 
they have fallen to 75,075. 








How the foreign market for our wheat has fallen off may 
be seen by the exports to Europe from Atlantic ports for the 
eight weeks ending Jan. 16, which were : 


1885-86. 1884-85. Decrease. P. 6. 
Bushels........ 1,775,885 8,810,593 7,034,708 80.0 


A decrease of four-fifths ‘is something noticeable. 

Meanwhile the flour exports fell off more than 40 per cent., 
making the decrease of wheat and flour equivalent to 
8,964,000 bushels. 

Against this there was an increase of 2,063,279 bushels, 
or 27 per cent., in the corn exports. making them really very 
large for the season, for they were large last year. This does 
not nearly make up for the decrease in wheat exports, how- 
ever. 








The Massachusetts Railroad Commission is reluctant to add 
to the number of car couplers, the use of which it has au- 
thorized, and has refused an application of the Boston & Lowell 
for permission to use the Boston automatic coupler on this 
ground chiefly, and not because of any specific objection to 
the coupler in question. The Commission has, however, 
added the Hien coupler to its list, the application in this case 
being made by the New Haven & Northampton Company, 
and granted because that company has already a large num- 
ber of those couplers in use, and because it is approved by the 
Railroad Commission of Connecticut, in which state a large 
part of the company’s road is situated. 








A correspondent who calls himself a retired railroad man, 
interested in the discussion of steel-tired and cast-iron wheels, 
urges that sufficient attention is not paid to the equal dis- 
tribution of metal in the ‘** built up” wheels, like the Allen, 
Paige and Dickson wheels, which he claims secures a ‘*‘ run- 
ning balance ” and freedom from jar and roar, not possible 
with cast-iron wheels, whose inequalities he credits with con- 
stant quiver of everything movable in passenger cars carried 
on them. 








The efforts which American railroads make to prevent the 
destruction of the profits on their business by unrestricted 
competition are attractiug much attention abroad. The new 
contract of the trunk lines has been described in a French 
journal, and now the Journal of the German Railroad Union 
publishes a translation of it in full, and also the official Aus- 
trian railroad journal. 








The following note, which appears in Engineering, illus- 
trates the enormous difference between this country and 
England as res;ects the extent to which interlocking appara- 
tus is used in each, The statement opens with a table show- 





ing that there are 18 different sizes of standard signal cabins 
on the London & Northwestern Railway, which are : 

A. 5 levers, 6x6 ft. D. 20 levers, 16 ft. 24% in. x12 ft., 
B.10 * 9x9 ft. and soon to 

o. 7 “ 13x12 ft. T. 180 levers, 96 ft. 6 in. 12 ft., 
the usual rule being that the cabins are all 12 ft. wide and 
are 6 in. long per lever, plus about 61¢ ft. The statement 
then continues : 

‘ There are 26,500 levers on the railway and 1,344 cabins. 
The annual average cost for maintenance is $187,000, which 
divided by the number of levers in use on the line, comes to 
$7.07 per lever. This amount includes not only the renewal 
and repairs of the locking apparatus, but that of the signal 
cabins, signals, and all subsidiary apparatus, and also the 
cost of providing any new and additional apparatus, when 
under $50. The amount of work to be maintained has 
increased 80 per cent. since the year 1874, while the cost of 
maintenance has only increased 5! per cent.” 

In the whole United States there are, of all systems, some- 
what less than 250 cabins and 3,000 levers, as will appear 
from the statistics in our issue of Nov. 20, or but about one- 


Jifth as many cabins and about one-ninth as many levers as 


are in use on the London & Northwestern alone, which 
operates only some 1,753 miles of road. 

The hasty deduction which might be drawn from these 
figures, that either our traffic is immensely less dense than in 
England, or the management is immensely more reckless, 
would not be justified for several reasons, arising from the 
differences in the nature of the traffic ; but the figures do 
indicate very strongly that there is less use of interlocking 
apparatus in this country than due economy and prudence 
would require ; and when we consider the enormously greater 
proportion of grade crossings in this country, the inference 
is strengthened. The .ostly and clumsy precaution of a full 
stop at such crossings without other safeguard is a relic of bar- 
barism which we may be tolerably certain will not continue 
much longer without being looked on as a reproach to the 
management. 








It appears from comparisons of the payments on English 
roads for personal injuries and loss and damage in 1874 and 
1884 that they were, in cents per train mile : 


ery eee 
PE bcencevenves wbiseawe 0 32 0.36 0.68 
Decrease in 10 years.... 0.54 0.24 0.78 


This saving is ascribed by The Engineer, whether rightly 
or not, to the introduction of interlocking signals and other 
safety appliances ; an assumption which is so far justified 
that in 1874 these appliances were but little used, whereas in 
1884 they are all but universal, while no other marked 
change has taken place in operating conditions. 

At this rate, estimating the total train mileage of the 
United Siates at 550,000,000 per year, there would be a sav- 
ing of some $4,300,000 per annum by equally efficient pre- 
cautions here, and the Pennsylvania Railroad, which ran 
82,618,000 miles east of Pittsburgh and Erie in 1884, would 
save some $254,000. As the latter road only paid out under 
this head in 1884 $198,114 in all, and as the probable pay- 
ments in the whole United States (in the same ratio as in the 
census of 1880), are only some $4,880,000, this would be do- 
ing pretty well. The ratio of decrease is of course the fairer 
basis, and this has been in England 5314 per cent. 

By the last (1884) reports, 95 per cent. of the mileage of 
England and Scotland and 24 per cent. of that of Ireland 
is worked by the absolute block system, and practically al/ 
the remainder by the ‘‘ train-staff” system. or some other 
than our telegraphic train-order system. 

In Great Britain the ‘‘ distance worked by telegraph, but 
not by the absolute or permissive block,” is only some 400 
miles in 17,983, or 214 per cent. Yet a large proportion of 
this mileage has less traffic than thousands of miles in this 
country, which have neither a block system nor any substitute 
therefor. 








The average expense per ton per mile of carrying freight 
on leading Indian railrcads is reported to have been as fol- 
lows in the last half of 1884, per ton (of 2,000 Ibs.) one mile: 


ORE, BOGIN.. si ove cnsns cbtncce. cee cdeescescconsccs nese 0.447 cents. 
Bombay, Baroda & Central India.... ..... a 
Great Indian Peninsula.... .......... om |= 
Rajpootana. .. ......... . wae © 


A few years ago the expense on the East Indian Railway 
was less than on any other in the world except the Philadel- 
phia & Erie. Its cost of 0.447 cent per ton per mile in the 
last half of 1884 was greater, however, than has been re- 
ported by several of ou. railroads recently, as 0.365 cent in 
1884 by the Philadelphia & Erie, 0.441 by the Pennsylvania 
Railroad Division of the Pennsylvania, 0.426 by the Lake 
Shore & Michigan Southern, and in 1884-85 0.409 cent 
by the New York, Pennsylvania & Ohio. The East Indian, 
however, reports a much lower cost per passenger than any 
American railroad, the service rendered being very differ- 
ent, by far thelarger part of its passengers being fourth-class 
and its average train-load several times as great as that of 
our roads. 








An article by Emil Jung in a recent number of the Zei- 
tung des Vereins Deutscher Eisenbahn-Verwaltungen gives 
some interesting facts with regard to railroads in the Argen- 
tine Republic. In July, 1884, there were 2,290 miles of 
line, which had cost, in all, some $76,000,000, or about 
$33,000 per mile. The gross earnings average a trifle over 
$4,000 per mile; the net about $2,000. The net earnings 
are 51 per cent. of the gross earnings, and about 6 per cent 
of the capital invested. The passenger traffic is relatively 
very important; the freight traffic, as yet, quite small. 

The first railroad was opened in 1857. Since that time 
railroad building has gone on quite constantly. Down to 
about 1874 all the railroads were constructed with the Span- 
ish gauge.of 51¢ ft. Since that time gauges of 4 ft. 8!¢ in. and 
8 ft. 33¢ in, (1 metre) have also beenin use, The last named 
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gauge is that of the Great Northern, a line about 340 miles 
long built at a cost of not quite $25,000 per mile. Although it 
now pays 614 per cent. on the investment, it is expected that 
a change will soon be made to standard gauge. 

Most of the companies have received assistance from the 
government; usually in the form of guarantees of interest, 
though direct money subsidies and grants of land have also 
been bestowed. 








An account of the staff of the Chicago, Milwaukee & St. 
Paul Railway, published in Yenowine’s News (Milwaukee) 
Dec. 27, gives the birthplace of twenty of the officers of the 
company. It is due to the youth of the West, doubtless, that 
only two of these were from west of Ohio—General Freight 
Agent Bird (in Illinois) and Assistant General Freight Agent 
Goll (in St. Louis). It is also notable that most of the officers 
are natives of New York and New England, though this can 
be said of a great many other railroads and probably of most 
western railroads—until recently most of the people of the 
West having been natives of those districts. The little agri- 
cultural state of Vermont supplied no less than four of these 
men; the small manufacturing state Connecticut, three; the 
great state of New York, four; Maine and Massachusetts, 
one each; Virginia, Ohio, Scotland, Wales and Canada have 
each supplied one. 

It is not so strange that such an overwhelming proportion 
should be Eastern men when we remember that a railroad 
is necessary to make a railroad man; that only tke leading 
officers are given in this list, and that men do not usually 
reach these positions until after the age of 40. Twenty-five 
years ago, when most of these St. Paul officers were learning 
their business, there were only 11,000 miles of railroad west 
of Pennsylvania. Only one of the officers named is less than 
40, three more less than 45, two more less than 50, and 
twelve are 50 or more, of whom five are 60 or more. 
Deubtiless a list of the lower officers would show more young 
men and more Western men. It is remarkable that not one 
on the list is a native of Wisconsin. 





The tinal issue of the ‘‘debenture stock” of the Bucuus 
Ayres & Pacific Railway, bearing 7 per cent. interest guar- 
anteed for 20 years by the government of the Argentine 
Republic, was placed in London in January of this year at 
115. 











Tas American Engineer gives in its issu2 of Der. 17 a com 
parative record of two different trips of the same engine, 
weighing 4014 tons, or with loaded tender some 65 tons, over 
the sam2 track and with the same crew, direction, stops, 
weather and all other conditions, so faras might be, except 
that in the one case the train consisted of 30 loaded cars, and 
in the other of only 23. The length of run, details of engine 
and grades and location of test are not given, but it is stated 
to be the actual result of an accurate test, the whole train 
having been weighed before starting. Considering that the 
record is given as an example of ‘* Analysis in Railway Prac- 
tice,” the omission of these important details, by the aid of 
which alone the reasonableness of the performance and re- 
ported results can be accurately gauged, is surprising, but 
even without these data the results have a certain interest 
According to the record, the cutting downof the train from 
30 to 23 cars had the following effect: 

With With 
30 cars. 23 cars. 
Lbs. water sonpecenet per lb. 
from 


coal increased from... ........ 4.56to 5.97,or 31 per cent. 
Lbs. coal burned per ton of total 
train decreased from.... ...... 14.0 to 11.74, or 16.2 " 


And by comparison of the two: 
Lbs. water evaporated per ton of 
tota! weight increased from.. 63.8to 70.2, or 10.0 ie 


Here we see that the consumption of steam was, as might 
be expected, slightly more with the light train than with the 
heavy one per ton, since the average resistance per ton will 
be slightly larger, but the evaporative efficiency of the boiler 
was decreased about one-fourth by increasing the coal burned 
per hour from about 67 Ibs. to about 100 Ibs. per square foot 
of grate. 

Few records of this kind show so extreme a difference and 
many show very little difference, so that the result cannot be 
cotisidered an entirely fairone. The difference, when it ex- 
ists, can only arise (1) from imperfect combustion; (2) from 
the escape of more heat with the gases of combustion; and (3) 
by the blowing of unconsumed coal out of the smoke-stack. 
Both these two latter causes were no doubt acting, but the 
last one_must have been the chief factor in so extreme a result, 
and in it doubtless lies the chief moral of the test. Even in 
this case, moreover, when the train wages are taken into ac- 
count, an economy of 16 per cent. per ton-mile appears, with- 

out considering the saving in maintenance of way and roll- 
ing stock from running fewer trains. 








The December earnings of 11 railroads are reported for this 
week, but nearly one-half of their aggregate earnings were 
by one of them, the Pennsylvania, and one-third by another, 
the Reading. Seven of the 11 roads report an increase in 
earnings which is large in some cases, as 45 per cent. by the 
Gulf, Colorado & Santa Fe, 19 by the Des Moines & Fort 
Dodge, 1484 by the Northern Central and 12 by the Reading. 
The Pennsylvania’s increase at the moderate rate of 714 per 
cent. is more important, however. On the other hand, a de- 
crease of 11 per cent. is reported by the Chesapeake & Ohio, 
and of 1714 by the Kentucky Central. 

The aggregate earnings in December of the railroads that 
have reported them so far have been : 


1885. 1884. Increase. P.c. 
Earnings........ $28,524,746 $26,991,519 $1,533,227 5.7 


This is a very satisfactory result, and it has been made 
more so by the reports that have come in during the past 
week, five of which are by Eastern roads. Two-fifths of the 
eptire increase of $1,533,000 is by these Eastern roads, 





which in December first got the full benefit of the restored 
through rates, and also probably felt then more than before 
the greater activity in manufacturing industries. 








Record of New Railroad Construction. 





Information of the laying of track on 22w railroad lines in 
1886 is given in the current number of the Railroad Gazette 
as follows : 

Ohio Valley.—Track laid from Henderson, Ky., southwest 
3 miles. 

Saratoga & Almaden.—Extended eastward to Saratoga, 
Cal., 5 miles. 

This is a total of 8 miles on 2 lines, making in all 23 miles 
thus far reported for the current year. The new track re- 
ported to the corresponding date for 15 years has been : 





Miles. Miles Miles. 
SEAR 23 | 1881 .. 71 | 1876 1. 44 
1885. a 98 | L875 33 
1884 41 | 1879 . 52] 1874 . 32 
1883. . 61 | 1878 72 | 1873 79 
1882. 138 | 1877 MP Gans, 65cksneses 43 





sidings not being counted. 


NEW PUBLICATIONS. 











Text Book of the Materials of Construction for use in 
Technical and Engineering Schools, by R. H. Thurston, 
Professor of Mechanical ering Cornell University, 
etc., etc. Published by John Wiley & Sons, New York. 
This is an abridgement in one volume of the author’s larger 

work in three volumes, Materials of Engineering. The pre- 

face states that this volume “contains all the parts of the 
larger work which are essential for those studying engineer- 
ing, and gives an account of the origin, nature, method of 
preparation, and the useful properties of all the common and 

So-called useful metals, with particulars of their strength, 

elasticity and other qualities essential to their introduction 

into the various constructions which the engineer is called 
upon to build or to inspect.” 

While the book cannot fail to be useful to students, it con- 
tains many specimens of crude information which may pos- 
sibly mislead the unwary. The following paragraph may 
be taken as an example : 

‘The mean duration of rails of Bessemer steel is, accord- 
ing to experiments in Germany, about 16 years. Ten years 
of trial at Oberhausen, on an experimental section of the 
line between Cologme and Minden, has shown that the re- 
newals during the period of trial were 76.7 per cent. of the 
iron of fine grain, 63.3 of those of cementation steel, 33.3 
per cent. of those of puddled steel, and 3.4 per cent. Bessemer 
steel.” 

Not a bint is here given as to the principal causes which 
determine the wear of rails. The student is not told that the 
amount of wear depends not only on the quality of the steel, 
but on the weight of the rail and the nature of the ballast and 
many other modifying conditions. He is left to infer that 
‘“*cementation steel” has been commonly used for rails, 
though he would rightly conclude from the figures given that 
there is very little of itleft. |The fact that steel rails wear 
better than iron rails is barely stated, but would it not be 
well that the student should be told the simple reason’ Steel 
isa homogeneous mass bound firmly together, each atom 


supporting its neighbor, while the iron rails usually 
sold were bundles of fagots tied loosely together, 
and consequently burst asunder and failed in detail 


under a load. It is well known that well piled iron rails, in 
which all the fibres are soundly welded together, wore very 
nearly as well as steel rails; but it was easy to get good steel 
rails and almost impossible to get good iron rails, and there” 
fore the latter were superseded by the more trustworthy 
material. The wear and durability of steel railsis a very 
important question. A greater weight of steel is in use in 
the form of rails than in all other forms put together, and as 
the data on the subject are tolerably complete and easily 
procured and collated, it isa pity that the author has not 
made some effort to summarize the conclusions arrived at by 
competent authorities. 

Nevertheless, from the very fact that rail manufacture 
and life is so immense an interest, it is to some extent excus- 
able that a general treatise on engineering materials should 
not enter exhaustively into what is almost a fit subject for a 
treatise in itself, and which in a sense at least may be claimed 
to be as far apart from the proper scope of the book as would 
be a discussion of the life of iron bridges or buildings; but if 
the subject was to be touched upon at all it should not be 
dealt with in so sketchy and inadequate a manner. 

The crying fault, in fact, of this as of other of Prof. Thurs 
ton’s publications is that, while the result of no common 
amount of study and original investigation, making them 
in some respect of great and even unique value, the material 
is merely thrown together rather than digested and collated. 
A text-book for the use of students should be compact and 
portable in form and concise in language. Bvuth the author 
and the publisher appear to have too much ignored these 
requirements. The book is unnecessarily heavy and bulky, 
notwithstanding many important omissions. Nothing for 
instance appears to be said as to the strength of Whitworth 
compressed steel, about the strongest known material avail 
able commercially. Many of thetables and formula might 
have been expressed in considerably less space, without 
omitting anything of importance. The wide margins swell 
the size of the volume considerably, while its great weight 
will render it a formidable missile in the hands of athletic 
students giving to hazing. A better way to have reduced 
the size of the original three volumes would have been to 
abbreviate this unnecessary bulk of paper more and the text 
jess, and in so far as the text was abbreviated, to have abbre 
viated it more with the pen and less with the scissors. 

There is so much that is good and commendable in the 
volume, that one regrets not to be able to approve it more 
heartily, but in these days of many hooks. it may be justly 





demanded of any author that he shal]l not simply throw to- 
gether material, however valuable that material may be. 








TECHNICAL. 


Locomotive Building. 
The Cooke Locomotive Works in Paterson, N. J., have 
taken a contract to build 6 passenger and 2 freight locomo- 
tives for the New York, Ontario & Western road. 

The Baldwin Locomotive Works in Philadelphia last week 
delivered a consolidation freight engine to the Pratt Coal & 
—— Co., of Birmingham, Ala., for use on its branch 
road. 

The Car Shops. 
The United States Rolling Stock Co. has taken a contract to 
build 1,000 box cars for the Chicago & Northwestern Rail- 
road at its . hops at Hegewisch, near Chicago. 

The Fort Worth & Denver car shops in Fort Worth, Tex., 
are building 125 stock cars for the road. 

The Peninsular Car Works in Detroit have recently taken 
contracts for 525 box cars for the Union Pacific and 200 flat 
cars for the Union Iron & Steel Co., of Chicago. 

The St. Charles Car Co. in St. Charles, Mo., is buildin 
some box cars for the St. Louis, Aiton & Terre Haute, an 
has several other small orders. : 

The Missouri Car & Foundry Co. in St. Louis is building 
400 box cars for the Chicago & Alton road. The shops are 
now full of work. 

Bridge Notes. 

The partnership heretofore existing between Moritz Lassig, of 
Chicago, and John F. Alden, of Rochester, N. Y., under the 
firm names of Lassig & Alden, Chicago, and Alden & Lassig, 
Roch-ster, was dissolved Jan. 1. Mr. Lassig retains the 
business in Chicago, assuming all credits and liabilities of the 
firm there. Mr. Alden retains the business in Rochester, 
assuming all credits and liabilities of the firm there, and 
continuing the business under the name of the Rochester 
Bridge & Iron Works. 

The Keystone Bridge Co. iu Pittsburgh has recently taken 
several small contracts for bridges and has its works well 
employed. 

tron and Steel. 
The Pennsylvania Steel Co. at Steelton, Pa., has blown out 
its No. 3 furnace for repairs, but the furnace will be started 
up again as soon as possible. 

Preparations are being made to start up the large blast 
furnace at Riddlesburg, Pa., formerly owned by the Kemble 
Coal & Iron Co., but now the property of Nimick & Co., of 
Pittsburgh. 

The Western Steel Co. in St. Louis is making extensive 
preparations and improvements in its steel rail mill, and will 
start the mill up in a few weeks. 

Midland Furnace in Crawford County, Mo., made 13,682 
tons of pig-iron last year. 


Manufacturing and Business. 
The Dean Brothers’ Steam Pump Works in Indianapolis 
have been enlarged by the addition of a new brass foundry. 
These works have recently taken the contract for a large 
pumping engine fer the water works at Charleston, IIl., be- 
sides other smaller orders. 

The railroad supply business heretofore carried on in Troy, 
N. Y., by Mr. F. W. Richardson, whose much-regretted 
death is noticed in another column, will be continued at the 
same place and under the general supervision of his father, 
Mr. George W. Richardson. 


The Rail Market. 

Steel Rails.—Quotations continue at $34@$35 per ton at 
mill in Pittsburgh, the inside figure for large and desirable 
contracts. The sales so far reported for 1886 delivery are 
somewhat over 725,000 tons, or fully one-half the capacity 
of toe mills. 

. Rail Fastenings.—Prices continue firm, with increasing 
demand, and quotations are steady at 2.25 cents per 
lb. in Pittsburgh for spikes ; 2.70@3.00 for track bolts, and 
1.70@1.75 for splice-bars. 

Old Xail,—The market for old iron rails is active, with 
quotations from $22@$23 per ton at tidewater, with several 
sales reported at $22. Old steel rails are scarce, and are 
quoted at $22@$23 per ton in Pittsburgh. 


Safety-Valve Patents. 


The Boston Record of Jan. 20 says: ‘‘ The suit brought 
by the Consolidated Safety Valve Co. against the Ashton 
Valve Co., in the United States Circuit Court for the dis- 
trict of Massachusetts, were decided thismorning by Circuit 
Judge Colt in favor of the Ashton Valve Co. 

‘* These suits were based on the Richardson patents No. 
58,294 and No. 85,963, which were held valid by the United 
States Supreme Court last spring. In the first suit the bill is 
dismissed, and in the second suit the injunction is refused.” 


Massachusetts Commission Decisions on Car 
Couplers. 
In the matter of two applications from railroad companies 
for leave to use other couplers than those heretofore approved 
by the Board, the Massachusetts Railroad Commissioners 
have given decisions as follows : 
THE BOSTON AUTOMATIC COUPLER. 


‘* The Boston & Lowell Railroad Co. asks the Board to ap- 
prove the Boston automatic freight car coupler for use in the 
state under the provisions of chapter 222 of 1884. 

‘*The Board has often expressed its reluctance to enlarge 
the number of .reight couplers prescribed for use by the 
railroads of this state, desiring rather to inc rease the satety of 
brakemen by diminishing the number of devices to be used 
in coupling cars. If it were proved that a new coupler is 
just as good as any of the five already prescribed, it would 
not follow as a matter of conrse that it should be approved. 
For variety of devices is itself a source of danger; and per- 
fection in this matter will be gained only with entire uni- 
formity. No testimony was given at this hearing, except 
that the railroad company had equipped two cars, and had 
te ted the device by use on extended trips, where it had 
worked well. This does not call for action, and the request 
is not allowed.” 

THE HIEN COUPLER. 


‘* The New Haven & Northampton Co. applies for an » 
proval of Hien’s safety freight coupler, under the provisions 
of chapter 222 of the acts of 1884. The company, which 
owns and operates a railroad in Connecticut and Massachu- 
setts, has for a long time used many of these couplers with 
the approval of the Connecticut Commissioners, and has 
found hem satisfactory in every way. Its skilled officers pre- 
fer them to any coupler in existence without regarding the 
cost. 

‘The Board are reluctant to increase the number of freight 
couplers, because safety is to be found not only by selecting 
good devices, but by reducing the number. But this applica- 
tion rests on peculiar grounds. The Hien coupler is used by 
this company under the law of Connecticut and under the ap- 
proval of its Commissioners, and it is believed by the man- 
agers to be the best device of itskind. We know it to be a 
good one. 

‘‘ When a freight train enters Massachusetts we cannot say 
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that the ey oy shall be proceeded against. We never have 
called upon the Supreme Court to enforce the law against 
the company conducting interstatecommerce under such cir- 
cumstances; nor’should we expect the court to intervene if 
such an application were made. But in case of accident, the 
company might possibly be held liable for a violation of the 
state law, and it is for protection against this contingency 
that this application is made. The Board feel bound to grant 
it; and cannot do so without giving leave to all railroad com- 
panies in the state to use the coupler, which we now affirm.” 


A Double-truck Locomotive. 


A single-ended _ double-truck engine, the ‘‘ Pokanoket,” has 
just been built by the Mason Machine Works, Taunton, for 
the Providence, Warren & Bristol Railroad. The engine is 
especially built to work over a curve of 211 ft. radius (27.33°) 
on a change of alignment which has been recently made in 
East Providence, near the eastern end of the bridge over the 
Blackstone. It bas a wagon-top boiler, an extension front, 
and straight stack. The boiler is of 48 in. diameter, with 
165 tubes, 11 ft. 10 in. long and 2 in. in diameter. The fur- 
nace is 72 by 38, and the cylinders 16 by 24 in. 

_The four drivers are 56 in. in diameter, with 3-in. Krup 
tires with a 7-ft. wheel base. The leading pony truck wheels 
(Brunswick pattern) are 28in. diameter, and are placed 7 ft. 
forward of the front drivers. The total wheel base is 35 ft. 
The tank holds 2,000 gallons, and this end of the engine is 
carried on a six-wheel truck, with 30-in. Brunswick wheels. 
The weight of the engine in working order is as follows : 


PIII. cnceain ce 05s bteocsminnina ep eabeeeen- ane nee <a 10,500 Ibs 

MBs). cnccase. 26 saab One) toe hasan. taeeeeee 57,000 Ibs 

WE ENN 55 2 kw bocce sieeskesan oxcmsaueaeue Udiou ae 50,000 Ibs 
117,500 Ibs. 


The cab is wholly inclosed, with windows front, back and 
sides. The engine is designed to run in either direction, and 
in running backward the end of the Fairlie truck can be 
locked to the main frames. Two Sellers injectors, both on 
the engineer's side, take their supply from cast-iron wells 
beneath the tank in order to insure a steady supply while 
switching or when the brake is suddenly applied. 


A Railroad in Central Africa. 


Science for Jan. 22 says: ‘‘In thenumber of Science for 
last week we noticed the railroad running across the deserts 
of Asia towards Merv and Bokhara. This week we wish to 
call attention to the first well-developed plan for the con- 
struction of a railway connecting the interior of Africa with 
the Atlantic Ocean. On Dec. 23, 1885, an agreement was 
made at Brussels, between the independent state of Kongo, 
and delegates from the Kongo Railway Co. of Manchester, 
England, granting to this company the right to construct a 
railway to connect the upper and lower Kongo. The dele- 
zates of the English company were Messrs. Hutton, M.P., 

resident of Manchester C ber of Commerce ; Mackin- 
non, director of the British-Indian Steam Navigation Co. ; 
and Stanley. The directors of the railroad company are the 
three delegates before mentioned ; and Messrs. Adamson, 
President of the ship-canal to connect Manchester with Liver- 
9001 ; Jacob Bright ; Lord Egerton ; Sir James Ferguson, 
M.P., and former Governor of Bombay ; W. H. Houlds. 
worth, M.P.; and H. M. Steinthal of Manchester. The capi- 
tal will be $5,000,000, and subscriptions will be immedi- 
diately opened in the capitals of the four states which signed 
the general act of the Kongo conference at Berlin. The rail- 
road will be constructed within the territory of the state of 
Kongo, either on the south side of the river, between the 
frontier and Leopoldville, or in two sections—one on the 
right bank of the river, and the other on the left.” 


Rolling Circular Weldless Boiler Plates. 

An entirely new type of rolling-mill, which has been especially 
constructed from the designs of Mr. John Windle, of Man- 
chester, England, for rolling vertical circular weldless boiler- 
plates, 4 ft. wide up to 16 ft. internal diameter, is about 
completed by Messrs. Daniel Anderson & Co., of Hyde Junc- 
tion, for the Victoria Steel & Forge Co., Barrow. The mill, 
with the engines, is throughout of massive construction, and 
the total weight of the plant complete, when fixed in position, 
will be nearly 300 tons. 

The mill is carried upon a foundation base plate 35 ft. in 
length by 17 ft. in width, which weighs about 90 tons. 

The main driving-roll is 22 in. diameter, 4 ft. wide between 
the flanges, and the bearings are 12 in. diameter in the necks. 
The set-up roll, which acts in the same way as the roll in an 
ordinary horizontal mill, is 18 in. diameter, and is actuated 
by hydraulic power, having a total range of 16 in. The mill 
itself is driven directly by means of a vertical spindle, and 
the engines to which this spindle is , by means of a 

ir of steel bevel wheels weighing 12 tons, are placed direct- 

y underneath. 

The bottom of the vertical shaft is carried upon a massive 
foundation base-plate and foot-step weighing 30 tons. The 
engines are a pair of the horizontal type, with 40-in. cylin- 
ders, and 4-ft. stroke, the crank-shaft being 27 ft. long and 
16 in. diameter in the necks. The engine-bed is of the trunk 
girder type, cored out for the reception of the slides, and the 
cylinders are fitted with the patent Wheelock automatic ex- 
pansion gear. The engines complete will py Rye 140 
tons, and at 100 revolutions will work up to 3, indicated 
horse-power. 


A New Ferry Steamer. 

The New England Shipbuilding Co. of Bath, Me., has com- 
menced work upon the new steamer for the Maine Central 
Railroad Co. to be used upon its Bar Harbor ferry route. 
The vessel will be 156 ft. long. 26 ft. wide and 10 ft. _e 
and will be built with special reference to speed and the 
peculiar necessities of its route from the railroad terminus at 
Sullivan to Bar Harbor. In several respects the steamer will 
be a novelty. Its hull will have no rds, but very flaring 
sides, and below the water line will be nearly circular in 
form. This shape will give the same amount of deck room 
and also the same breadth of hull at the load line, and will 
present a much easier shaped side to the action of the waves 
in rough weather than a boat with guards. It will also be 
lighter in weight for the same strength of structure, and with 
a long boiler of small diameter placed low down in the hull the 
boat’s stability will be very great.—Boston Travellor. 








THE SCRAP HEAP. 


An Old Locomotive. 


There is an old engine, numbered 14, now doing duty on 
the Alleghany Iron Mountain Railroad, whose voice used long 
ago to waken the shrill echoes in the valleys and mountains 
of Central Virginia. Way back in 1855 this old engine was 
the pride of the then Virginia Central Railroad, running 
from Richmond to Louisa, and latter to Gordonsville. Even 
after the new order of things since the war No. 14 helda 
proud position among the fast passenger engines on the Ches- 
apeake & Ohio Railway, but for years the once monarch of 
the road has been relegated to the obscure position of yard 
engine, until pr by the hany Co., and, bi hed 
up by one of its old masters, Mr. James Pelter, its sphere of 
usefulness is enlarged. If engines could only talk, what a 





volume of important events would this old fellow narrate. 
What precious freight has been committed to its care. How 
many old Virginians have waited on narrow platforms for 
the ‘**keers.” What mighty state secrets have been discussed 
behind its steaming smokestack. Coveringa period of the 
most intense interest in the history of Virginia, the old engine 
still survives, while many, aye, perhaps all the human actors 
in those scenes have boarded the Jong train, by which no. re- 
turn tickets are sold. Engineer Ally, a veteran on the road, 
well known to Chesapeake & Ohio men, was for many years 
the man who pulled the throttle of No. 14 0n the Virginia 
Central road. The son of this old engineer runs an engine 
on the road now. The old man is side-tracked by the Dis- 
patcher of the Universe. Mr. Pelter, the present engineer, 
used to stand in the cab, and, with the tidelity of a hero, still 
stands by his old friend. The old engine does effective work 
in its present position, and, under the careful management of 
Mr. Pelter, years of service may yet be left the hero of other 
days.—Alleghany Sentinel. 


A Long Walk. 


Henry Skehan has been an employé of the Erie road 
for many years, and was one of the bands who 
laid track between Attica and Portage during the months of 
March, April, May and June, 1852. When the track was 


laid he went to work on the Linden section under its first | — 


foreman, Charles L. Beman, of Attica, Oct. 1 of the same 
year. Since then he has been track-walker on the Linden 
section, and up to Oct. 1 had covered 189,924 miles. This 
beats the record of Wm. Colary, of Hinsdale, N. Y., recently 
published, by 61,444 miles.— Western New Yorker. 


A Brave Conductor. 


Conductor Jobn A. Brown, of the Missouri Pacific train 
which was snowbound near Council Grove, did a most heroic 
actin carrying John Tallman to Council Grove, a distance of 
a mile and a half, on last Thursday night, with the thermo- 
meter at 22° below zero. Tallman had fallen and broken 
his leg. To leave him there meant certain death to the r 
fellow, while to carry him might mean death to both. What 
acute suffering was undergone by the brave man, staggering 
along under the weight of Tallman in the face of the biting 
wind and blinding snow that drifted along the road, no one 
knows. Yet in spite of the danger and terrible cold Brown 
struggled cou usly on until panting and nearly frozen he 
deposited his crippled rene in a place of warmth and 
safety. It is of such stuf¥as this thatthe men are made, who, 
in the face of death and danger, have saved the country on 
the battle field by their bravery. Conductor Brown deserves 
the admiration of every one for his heroic act.— Leavenworth 
(Kan.) Times. 


Hard Luck. 


Uncle Rastus was arrested for stealing coal from the rail- 
road yard : 

Magistrate : ‘‘ Don’t you know, Uncle Rastus, that steal- 
ing never pays? You are sure to be found out some time.” 

ncle Rastus : ‘‘ Yes, yo Honah, but I had ha’d luck.” 

Magistrate : ‘* Hard luck ?” 

Uncle Rastus : ‘‘ Yes, Sah. When an old black man like 
myself can’t steal coal on a dark night without somebody 
— him he’s in ha’d luck. “Deed he is, yo Honah.”—xr- 
change. 


A Lost Road. 


On the morning of Jan. 24, about 60 feet of the road-bed 
of the Shenand Branch of the Philadelphia & Reading 
road, near Shenandoah, Pa., sank about two feet while a coal 
train was passing over it, and a short time afterward the 
surface dropped into the working of a coal mine below, leaving 
a hole 75 ftin length. An attempt was made to fil) up the 
cave, but'as the track continued to sink at various points it 
became necessary to abandon the work and to wait unti lthe 
caving ceased and some bottom could be found. At latest 
accounts the attempt to fill in the cave had been renewed, 
with some prospect of success, 


An Old Employe. 


Mr. Jobn Riley, of New Milford, Conn., was first employed 
on the Housatonic Railroad some 45 years ago as a laborer 
in the construction of the road. hen the line was com- 
pleted to New Milford, Conn., on July 7, 1841, he was made 
depot baggage-master at that place, and has held the position 
ever since. From the time of his appointment up to 1880 he 
did not lose a single day’s service in the employment of the 
company. He is now about 60 years old, and is an unusually 
active man and in good health, and attends punctually to his 
duties. Few employés can show a longer continuous period 
of service. 


A Lion in the Cab. 


A weird and terrible tale comes from Montana, where the 
engineer and fireman of a train on the Utah & Northern road 
tell how the cab of their locomotive was invaded by a mount- 
ain lion, which sprang upon the foot-board as the train was 
passing through a cut and at once took full ion. The 
Invader continued torun the train until the engineer con- 
ceived the happy idea of blowing the whistle. This was too 
much for him, and so alarn ed him that he leaped from the 
cab, much to the relief of its rightful occupants. The train, 
however, had shortly before made a long stop at Butte, and 
the engineer who tells the tale does not say how much Mon- 
tana whisky bad been taken aboard at that station. A fuller 
statement on this point may tend to throw some doubt upon 
his thrilling tale. “At any rate, the presence of the invader 
was certainly a warning to reform, whether the lion was 
really present in the flesh or not. 


How the Railroad Men Flirt in the Shenandoah 
Valley. 
At Big Spring an enormous mountain has seated itself 
within a hand’s breadth of the river. The cars glide bv on 
the other side of the stream, and it really seemed as if there 
were not room between the water and the hill for a house; 
but the house stood there as though its rear timbers were 
against the everlasting rock behind it. Nota yard away in 
front was the river, and moored upon it a small raft, covered 
with yellow mud, telling pathetically of the way the dwell- 
ers there reached the settlement, through which we were 
passing. The rocky steep shut them in on the west, the 
turbid stream ran in front of them. We halted at the sta- 
tion, and as I looked from the car window the figure of a 
young girl appeared at the door of the house across the river. 
he was but two or three rods away, and I could see her 
plainly. The lithe, slight form was in the full sunlight. In 
the interest of romance, and for the sake of the fitness of 
things here in this lovely valley, I want to write that there 
was a certain untamed beauty in the aspect of the girl, who, 
after staring an instant at the train, stepped out into the raft 
and seized a pole which lay on the bottom of it. But she was 
not pretty, she was not interesting, save in a kind of 
agility and freedom of movement; she was heavy- 
featured and unkempt, still at a distance the picture 
she made in front of the house and the mountain was 
decidedly attractive. I noticed that she was looking at a 
icular place in the long line of cars, and with curiosity I 
ooked at the same spot, for the great curve in the road made 
it possible for me to see theengine. The raft was suddenly 





ropelled into the middle of the river, and slid up toward the 
ocomotive. = leaned on her pole with one band, put 
the other to the side of her mouth, and shrieked: ‘Nick! I 
say, Nick!” ina voice that a sailor might have used ina 

le. Every occupant of our car heard her and started. I 

ept my eyes on the engine, for I believed Nick was there, 
and that, if alive, he would hear. I wasright. He did 
hear. A blackened fireman swung himself out on the step, 
grinned broadly as he saw the girl on the raft, waved adingy 
hand at her, and called out something which*l could not dis- 
tinguish. The girl’s face lightened as much as such a stolid 
face could; she lifted her pole as if it had been a fan, and 
swung it in the air, her raft reeling as she did so. 

** Good gracious !” cried a dashing New York damsel near 
me, who had also been watching—** good gracious! Is that 
a flirtation ”” 

I thought the speaker looked as if she knew a great deal 
more about flirtation than I, so I did not answer her. The 
traig moved on slowly, the girl on the raft planting her pole 
firmly in the mud at the bottom of the water. and gazing 
faithfully at Nick as long as he was in the line of her vision. 
—Correspondence New York Evening Post. 


®eneral Mailroad Mews. 
MEETINGS AND ANNOUNCEMENTS, | 
Meetings. 

Meetings of the stockholders of railroad companies will be 
held as follows : 

Philadelphia & Erie, annual meeting, 
Philadelphia, Feb. 8. 

Illinois Central, annual meeting, at the office in Chicago, 
March 10. 

Huntingdon & Broad Top Mountain, annual meeting, at 
the office in Philadelphia, Feb. 2. 

St. Louis & Cairo, special meeting, to vote on the question 
of leasing the road to the Mobile & Ohio, in New York, 


March 15. 

Dividends. 
Dividends on the capital stocks of railroad companies have 
been declared as follows : 

Chicago & Eastern Illinois, 2's per cent., payable March 
1, to stockholders of record on Feb. 18. The last dividend 
was 3 per cent., paid March 1, 1882. 

Rutland, 0%4 per cent. on the preferred stock, payable Feb. 
1, to stockholders of record on Jan. 20. The last dividend 
was 1 per cent., paid Aug. 1, 1885. 

Railroad and Technical Conventions. 
Meeting and conventions of railroad associations and tech 
nical societies will be held as follows : 

The American Institute of Mining Engineers will hold its 
next meeting in Pittsburgh, beginning on Tuesday, Feb. 16. 

The Master Car-Builders’ Club will hold its regular 
monthly meetin; — the winter at the rooms, No. 113 
Liberty street, New York, on the evening of the third Thurs- 
+ in each month. 

‘he New England Railroad Club will hold its monthly 
meetings atits rooms in the Boston & Albany passenger 
station in Boston, on the evening of the second Wednesday 
in each month. 

The Western Railway Club will hold its regular monthly 
meetings at its rooms, No. 103 Adams street in Chicago, 
orfthe third Wednesday in each month. 


Transportation in Congress. 


The Secretary of the Treasury has sent a communication to 
the House inviting attention to the present condition of the 
Union Pacific and Central Pacific companies’ sinking fund. 

He says the moneys which have from time to time accrued to 

the fund on account of government transportation and inter- 

est on invested bonds, together with cash payments, amount 

to $6,052,340 in the case of the Union Pacific, and $3,177,- 

566 in the case of the Central Pacific. The amounts invested 

in United States bonds are, for the Union Pacific, $5,823,539, 

and for the Central Pacific, $2,276,963, leaving an unin- 

vested balance of $228,800 for the Union Pacific, and $800,- 
602 for the Central Pacific. He recommends a modification’ 
of the act of March 7, 1878, that will authorize the Secretary 

of the Treasury to invest the sinking fund in other than gov- 

ernment securities. 

In the Senate on Jan. 25: 

Mr. Hoar (Massachusetts), from the Judiciary Committee, 
reported a bill to provide for the payment of the indebted- 
ness of the Pacific railroad companies to the United States. 
In brief, the bill provides that the amount of the respective 
indebtedness of the Union Pacific, the Kansas Pacific, the 
Central Pacific, the Central Branch Union Pacific, the Sioux 
City & Pacific and the Western Pacific companies shall be 
ascertained, and the companies shall be authorized to make 
and deliver to the Secretary of the Treasury each 160 bonds of 
redemption bearing date Oct. 1, 1886, one of which bonds 
shall mature on April 1, 1887, and one thereafter at 
the expiration of each successive period of six months 
from that date, the sum of said bonds to be ascer- 
tained by adding to computed indebtedness interest 
at the rate of 3 per cent. per annum from said first day of 
October to the average date of maturity of said bonds. 
Another section directs the Secretary of the Treasury to 
require either of said companies to pay out of any balance of 
net income left in any year after the requirements of this act 
have been complied witn, and after payments of dividends 
not exceeding 6 per cent. per annum on the capita] stock of 
such company, such sum of money not exceeding 10 per cent. 
of such balance of net income. 

On Jan. 26 the sub-committees of the Senate and House 
committees on commerce gave a second hearing to parties in- 
terested in the construction of the Baltimore & Ohio's pro- 
posed bridge over the Arthur Kill. A number of arguments 
were presented against the construction of the bridge, while 
other persons argued in favor of a requirement that the bridge 
shall be at least 70 ft. above water. Argument for the com- 
pany was presented by Mr. Cowen. It is understood that no 
further hearing will be given before the committee makes its 
report. 


Association of Railroad and Steamship Agents 
of Boston. 


A meeting of railroad and steamship agents, resident in Bos- 
ton was held in that city Jan. 23, about 70 gentlemen being 
present. After a general discussion it was resolved to form 
a permanent society tobe known as the Association of Rail- 
road & Steamship Agents of Boston. A constitution and 
by-laws were adopted and officers were elected, as noted else- 
where. 





at the office in 


New England Railroad Club. 
The subject for discussion at the next meeting of the Club, 
Feb. 10, 1886, will be, as noted last week, ‘‘ The Relation of 
the Roadway to the Rolling Stock, and the methods, forms 
and materials best adapted for use in their construction.’ 


This subject will be considered Pere by the New England 
Railroad Club and the Boston iety of Civil Engineers. 


Engineers and others interested in maintenance of way, as 
well as Master Mechanics, Master.Car-Builders and others in- 
terestedin rolling stock are especially invited to be present, 
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Baltimore & Ohio Employes’ Relief Association. 
The December sheet of this Association shows the payments 
of benefits to members during the month as follows : Main 
Stem Transportation Department, 134; Machinery Depart- 
ment, 128; Road Department, 88; Baltimore & Philadelphia, 
2: Trans Obio Division, 171; Pittsburgh Division, 78; Phy- 
sician’s bill, 130. Total, 731. 

The largest payments were $1,500 to the widow of Jarvis 
Dickinson, forgman in the road department, accidentally 
killed, and of $1,000 to the widow of Charles W. Gooley, 
brakeman, also accidentally killed. 

The order directing assistant medical examiners to exer- 
cise supervision over the company’s property of all descrip- 
tion and to note and report everything affecting the sanitary 
condition is extended so as to include all examiners of the 
Association. 


Savannah, Florida & Western Employes’ Benevo- 
lent Association. 


° 

The annual meeting of this association was held in Savan- 
nah, Ga., Jan. 19. The association was reported in a pros- 
perous condition, with an increasing a It is com- 
posed of employés of the Savannah, Florida & Western and 
the Charleston & Savannah roads. A committee, of which 
General Manager H. 8. Haines was chairman, presented a 
long report in favor of the establis:ment of a co-operative 
store for the benefit of the employés. This report was thor- 
oughly discussed and resolutions were adopted recommend- 
ing the establishment of branches of the association at the 
principal points on the road outside of Savannah, and also 
recommending the establishment of a co-operative store on 
the basis proposed by the committee, and finally the estab- 
lishment of a loan department in connection with the asso- 
ciation. 








ELECTIONS AND APPOINTMENTS. 


Association of Railroad & Steamship Agents of Boston. 
—This Association has been organized with the following 
officers: President, J. W. Richardson, of the Stonington 
Line; Vice Presidents, H. H. Marshall, F. A. Wellington, H. 
H. Palmer, William Garty and C. A. Brown; Treasurer, 
A. T. Kimball: Secretary, L. E. Challenor; Executive Com- 
mittee, S. W. Manning. Warren E. Locke, Alfred Hawkins, 
W. C. Tallman, C. H. Wise, W. H. D. Cochrane, E. E. Cur- 
rier, M. T. Dennis. 


Atlantic & Pacific.—Mr. H. C. Bush has been appointed 
General Agent in San Francisco. 


Baltimore & Cumberland Valley.—A ithe annual meeting 
in Chambersburg, Jan. 14, the following officers were chosen: 
President, David Mill, Gettysburg, Pa. Directors, W. L. 
Chambers, John P. Culbertson, Chambersburg, Pa.; George 
B. Cole, John W. McPherson, Shippensburg, Pa.; Charles 
Humrichhouse, Augustus Reimann, Hagerstown, Md.: D. J. 
Foley, J. M. Hood, Baltimore. Secretary, Thaddeus M. 
Mahon, Chambersburg, Pa. Treasurer, D. J. Foley, Balti- 
more. 


Buffalo d& Geneva.—The directors of this new company 
are: Wilson S. Bissel), F. H. Goodyear, J. Wesley Bridg- 
man, H. H. Barker, A. D. Bissell, Franklin Lee, Buffalo, N. 
Y.; W. W. Wright, Stewart S. Cobb, Jos. S. Lewis, Geneva, 
N. Y.; M. A. Wilbur, Victor, N. Y.; S. D. Jackson, Clifton 
Springs, N. Y.: J. R. Pratt, Manchester, N. Y.; Howard 
Elmer, Waverly, N. Y. The board has elected Wilson L. 
Bissell, President: Wm. W. Wright, Vice-President; George 
M. Diven, of Elmira, N. Y.. Secretary; Howard Elmer, 
Treasurer. 


Carolina, Cumberland Gap & Chicago.—Col. R. E. 
Bowers, of Barnwell, 8. C., has been chosen President in 
place of Mr. Johnson Hagood, iesizned. 


Central, of New Jersey.—Mr. George R. McKenzie, of New 
York, has been chosen a director in place of Mr. Robert 
Garrett, resigned. 


Chicago, Burlington d& Northern—Mr. D. Coleman has 
been appointed Superintendent, with headquarters at La 
Crosse, Wis., and will take charge of construction work on 
the road on Feb. 3. Mr. Coleman has for some time been 
Roadmaster on the Atchinson, Topeka & Santa Fe, with 
office at Topeka, Kan., and has made there an excellent 
record for efficiency in his department. 


Chicago, Burlington & Quincy .—Mr. H. T. Mack has been 
appointed ae Agent for the St. Louis Division, 
to date from Feb. 1. His office will be in Rock Island, IIL, 
y which place the division offices will be removed from St. 

Ouls. 


Chicago, Calumet & Evstern.—This new company has 
elected Edwin L. Gillette, President ; S. Montgomery Smith 
Vice-President; B. R. De Young, Secretary and Treas- 
urer, Henry Hudson, General Solicitor. 


Chicago & Northwestern.—Mr. W. B. Linsley has been 
appointed Superintendent of the Peninsula Division, with of- 
fice at Escanaba, Mich., in place of W. F. Fitch, trans- 
ferred. Mr. Linsley was formerly Superintendent of this 
division, but two years ago was placed in charge of the 
Sioux City & Pacific and the Fremont, Elkhorn & Missouri 
Vulley roads. He is now returned to his old division at his 
own request. 


Cleveland d& Canton.—President H. A. Blood will here- 
after act as General Manager also in place of S. Briggs, re- 
signed. Mr. J. W. Wardwell (late with the Concord Rail- 
— is appointed Superintendent, with office in Cleveland, 

io. 


Cleveland, Columbus, Cincinnati d& Indianapolis.—Mr. 
H. McK. Twombley has been chosen a director in place of 
Wm. H. Vanderbilt, deceased 


Columbus, Hope d& Greensburg.—This company ha 
elected M. E. Ingalls, President; Horace Scott, Vice-Presi- 
dent; E. F. Osborne, Secretary and Treasurer. 


Delaware.—At the annual meeting in Dover, Del., Jan. 
15, the old directors were re-elected, and subsequently chose 
Samuel M. Felton, President; Manlove Hayes, Secretary and 
Treasurer. 


Duluth, St. Cloud & Denver.—The officers of this new com- 
yany are: President, H. J. Rosenberger ; Vice-President, 
*, E. Baldwin; Secretary, O. W. Baldwin; Treasurer, 
J. M. Rosenberger. Office in St. Cloud, Minnesota. 


Fitchburg.—At the annual meeting in Boston, Jan. 26, the 
old directors were re-elected, as follows: Charles T. Crocker, 
Rodney Wallace, Fitchburg, Mass.; Franklin N. Poor, 
Somerville, Mass.: Seth Bemis, Newton, Mass.; Robert 
Codman, E. B. Phillips, Charles A. Welch, Boston. The board 
re-elected E. B. Phillips President; Thomas Whittemore, 
Clerk; Mason D. Benson, Treasurer. 


Franklin Institute.—At the annual meeting in Philadelphia 
last week Colonel Charles H. Banes was elected President to 
succeed Wm. P. Tatham, who had declined renomination. 
Frederick Graff was re-elected Vice-President, William H. 
Wahl, Secretary; Samyel Sartain, Treasurer, and William 





A. Cheyney, Auditor. Managers Persifor Frazer, Wm. 


St. Catharines & Niagara Central.—At the annual meet-~ 


Helme, Edwin J. Houston, Enoch Lewis. William P. Tatham, | ing in St. Catharines, Ont., Jan. 25, the old officers were re- 


William H. Thorne and John J. Weaver were re-elected, and 
George V. Cresson was elected a manager to succeed Freder- 
ick Fraley, who had declined renomination. 


Galveston, Houston & Henderson,—At the annual meeting 
in Galveston, Tex., Jan., 12, the following directors 
were chosen: James A. Baker, W. P. Ballinger, Jay Gould, 
J. Herrin, Oscar G. Murray, F. A. Rice, D. S. H. Smith. 
The road is leased to the Missouri Pacific. 


Galveston, Sabine & St. Louis.—At the annual meeting in 
Longview, Tex., Jan. 15, there were 4,454 shares represented 
out of a total of 4,500 of record, and the following directors 
were chosen: R. R. Chaney, J. P. Gibbons, C. T. Renfroe, 
Peter Vandewater, J. H. McCauly, W. Alexander Abey, 
James Turner, Samuel Cundiff, Brad. Barner. At a subse- 
quent meeting the board elected Brad. Barner President and 
General Manager ; James Turner. Vice President ; Samuel 
Cundiff Secretary and Treasurer ; Peter Vandewater, Cheif 
Engineer. 

Mr. John M. Duncan, the new Receiver, has appointed C. 
W. Booth General Manager; W. W. Wood, General Freigh 
and Passenger Agent. Offices at Lungview, Texas. 


Jacksonville, Tampa & Key West.—The following circu- 
lar from General Manager G. W. Bentley is dated Jackson- 
ville, Fla., Jan. 15: 

‘‘ The Jacksonville, St. Augustine & Halifax River Rail- 
way has become a part of the Jacksonville, Tampa & Key 
West Railway system and will be known hereafter as the St. 
Augustine Division, W. L. Crawford, Superintendent. 

‘The Atlantic Coast, St. Johns & Indian River Railway 
has been leased by this company and forms with the branch 
from Enterprise Junction to Enterprise, the Indian River Di- 
vision, W. 8. Sneden, Superintendent. 

‘* Mr. M. R. Moran is appointed General Superintendent of 
the Jacksonville, Tampa & Key West Railway system, with 
headquarters at Jacksonville. He will have special charge of 
the operation of the Jacksonville, Tampa & Key West and the 
Palatka and Indian River roads (Jacksonville to Sanford) and 
in the absence or the General Manager, or when he cannot be 
readily consulted, will have authority to advise and, if occa- 
sion requires, direct the division superintendents in all matters 
relating to the making of time schedules and operating the 
roads. As General Passenger and Freight Agent, his author- 
ity will cover the main line and all divisions. 

Mr. W. L. Crawford, as Superintendent of the St. 
Augustine Divi ion (J., St. A. & H. R. Ry.), with head- 
quarters at Jacksonville, will have special charge of the 
operation of that division and of the ferries at Jacksonville, 
subject to the orders of the General Manager, or, in his ab- 
sence or any special emergency, of the General Superintend- 
ent. 

“Mr. W. S. Snedeu, (with headquarters at Enterprise until 
the line is completed to Sanford and then at Sanford), as 
Superintendent of the Indian River Division (A. C., St. J. 
& I. R. Ry.) will have special charge of the operation of 
that division and of the Enterprise Branch. e will also 
have authority to direct the employés at and south of Enter- 
prise Junction in all matters not inconsistent with the in- 
structions of the General Superintendent and will have 
charge of all the property at and south of Enterprise Junc- 
tion. 

‘*Mr. L. C. Deming is Assistant General Passenger Agent 
(with office at Jacksonville), his authority covering the main 
line and all divisions. Ticket reports and application for 
rates should be sent to him. 

‘*Mr. L. E. Barker is Assistant General Freight Agent 
(with office at Jacksonville), his authority extending over 
main line and divisions. Freight reports and claims should 
be sent tohim. Mr. Barker will also act as Train Dispatcher 
for that p.rtion of the Jine between Jacksonville and San- 
ford.” 


Kansas City. Des Moines & St. Paul. The officers of this 
new company are: F. M. Gilbert, President; Foshay Walker, 
Secretary. Office in Des Moines, Iowa. 


Little Rock & Hot Springs.—The directors of this new com- 
pany are: N. Conger, M. N. Pierce, Hot Springs, 
Ark.:J. M. Moore, C. N. Rockafellow, Little Rock, Ark. : 
Joseph Reynolds, Chicago. 


Marietta & North Georgia.—Mr. R. M. Pulsifer, of 
Boston, has been chosen President in place of Joseph Kinsey, 
resigned. 

Maryland Central.—The Maryland Circuit Court has ap- 
pointed Messrs. Wm. Gilmor and Samuel Spencer Receivers 
in place of Mr. J. C. Wrenshall, relieved at his own reauest. 


Memphis, Birmingham d& Atlantic.—The following cir- 
cular from Vice-President T. C. Leake, Jr., is dated Mem- 
phis, Tenn., Jan. 19: ‘“‘Col. W. P. Dunavant having re- 
signed the Superintendency of this railroad, the duties of 
which office he only consented to perform temporarily, Mr. 
J. P. Meredith is hereby perteed in his stead, and will as- 
sume charge as Superintendent from this date. 
will be obeyed and respected accordingly.” 


His orders 


Michigan General Passenger Agents’ Association.—At the 
annual meeting in Grand Rapids, Mich., Jan. 21, this asso- 
ciation elected W. A. Carpenter, President; F. T. Whitney, 
Vice-President; George E. King, Secretary. 


Nevada Central.—This company, which is controlled by 
the Union Pacific, has elected Charles Francis Adams, Jr., 
President ;S. R. Callaway, Vive-President ; C. W. Hinch- 
cliffe, Secretary and Treasurer. 


New York, Lake Erie & Western.—Mr. H. B. Chamber- 
lain, Chief Clerk Freight Claims Office, is appointed Freight 
Claim Agent of this road and leased lines, with office at 21 
Cortlandt street, New York. On and after Jan. 1, 1886, all 
claims (except coal) heretofore sent to Mr. G.'G. Cochran, 
General Freight Agent, New York, Pennsylvania & Ohio, 
Cleveland, O., and to Mr. A. H. Ward, formerly General 
Eastern Agent, 401 Broadway, New York, should be ad- 
dressed to Mr. Chamberlain, as above. 


Northern Pacific.—Mr. George S. Marsh, late Chief Clerk. 
has been appointed Assistant General Ticket Agent. Mr. H 
C. Davis continues Assistant General Passenger Agent. 


Pennsylvania,—Mr. J. A. Anderson has been appointed 
Superintendent of the new Relief Department, and Mr. 
Holmes D. Ely, Assistant Superintendent; their offices will 
be at Trenton, N. J. Mr. Anderson has been for many years 
Superintendent of the Belvidere Division, and has given 
much attention to the questions involved in the relations 
between the company and its employés. 

Robert A. Shirrefs has been appointed Superintendent of 
Grain Elevator at Jersey City, vice J. W. Galbreath, to take 
effect Feb. 1. 

Philadelphia & Erie,—The Philadelphia City Council has 
elected E. A. Gaskill, Charles A. Heberton and Henry P. 
Shultz city directors in this company. 

Rochester & St. Paul.—The directors of this new company 
are: M. J. Daniels, T. L. Fishback, D. H. Williams, Roches- 
ter, Minn.;: T. Cochrane, Jr., W. B. Dean, W. Lindeke, D. 
H. Moon, St. Paul, Minn. 





elected, as follows: President, Dr. Lucius S. Oille; Vice- 
President, Patrick Larkin; directors, Wm. W. Greenwood, 
Nelson Haight, Henry A. King, Edward A. Smyth, Richard 
Wood; Secretary, Richard Wood. 


St. Paul, Fort Snelling & Minneapolis.—The office of this 
new company is in St. Paul, Minn.; the directors are F. B. 
Clarke, Kimble P. Cullen, Wm. Dawson, Jr., James P. Grib- 
ben, Wm. Hamm, Albert Scheffer, T. L. Schurmeier and 
John J. Watson. 


St. Louis d& San Franciseo.—Mr. T. W. Lillie, for many 
years Secretary and Treasurer, has been chosen Second Vice- 
President of this company. 


San Francisco & North Pacific.—This company has 
elected James M. Donahue, President, in place of Peter 
Donahue, deceased; Henry C. Whiting, Vice-President; J. 
H. von Schroeder, Treasurer; T. W. Johnston, Secretary. 


Savannah, Florida & Western Employés’ Benevolent Asso- 
ciation.—At the annnal meeting in Savannah, Ga., Jan. 19, 
the following officers were chosen: President, F. Eugene 
Durbec ; Vice-President, E. Geffcken ; Secretary and Treas- 
urer, James Gallagher ; Finance Committee, A. A. Averill, 
J. D. Reynolds and H. Ulme. 


Soldier Run.—Mr. Simon B. Elliott, of Dubois, Pa., is 
President of this new company. 


Southern Pool.—Mr. J. R. Ogden, now General Freight 
Agent of the East Tennessee, Virginia & Georgia, has been 
selected as Commissioner of the new Southern Pool. 


Toledo d: Ohio Central.—Mr. John F. Cline is appointed 
oo '? Treasurer of this company, with office at Toledo, 
Ohio. 

Utica, Clinton d& Binghamton.—This company, whose 
road is leased to the Delaware & Hudson Canal Co., has re- 
elected James I. Scollard President; George P. Phelps, Vice 
President; R. S. Williams, Secretary and Treasurer. 


Vernon, Greensbury & Rushville.—This company has re- 
elected M. E. Ingalls President : Horace Scott, Vice-Presi- 
dent; E. F. Osborne, Secretary and Treasurer. 


Western Society of Engineers.—The officers elected at 
the annual meeting to serve for the ensuing year are as fol- 
lows: President, A. W. Wright; First Vice-President, C. H. 
Hudson; Second Vice-President, D. J. Whittemore; Secre- 
tary, L. P. Morehouse; Treasurer, Charles Fitzsimons ; 
Librarian, G. A. M. Liljencrantz: Trustees, 8. G. Arting- 
stall and A. Gottlieb. 

Zanesville, Mt. Vernon d Marion.—The officers of this 
new company are : President, Albert E. Boone ; Vice-Presi- 
dent, Abner P. Pinkerton ; Secretary, Rufus C. Burton ; 
Auditor, John Bane; Treasurer, Frank N. Wedge ; Chief 
Engineer, John B. Yates. Officein Zanesville, Ohio. 


PERSONAL. 


—Mr. R. P. Staats has resigned his position as Roadmaster 
of the Eastern Division of the New York, Lake Erie & West- 
ern road, to date from Feb. 1 next. 











—Mr. Joseph Kinsey has resigned his position as President 
of the Marietta & North Georgia Railroad Co., and it is un- 
derstood that he has sold out his interest in the road. 


—Ex-Governor John C. Brown will, it is understood, re- 
sign his position as General Solicitor of the Missouri Pacific 
Co., in order to give his attention to his duties as Receiver of 
the Texas & Pacific road. 


—Mr. Samuel Briggs has resigned his position as General 
Manager of the Cleveland & Canton Railroad. Mr. Briggs 
has been in charge of the road for several years, as Superin- 
tendent, Receiver and General Manager. 


—Mr. J. C. Wrenshall has been relieved at his own request 
from the duties of Receiver of the Maryland Central road. 
The Court granted his request with reluctance, desiring him 
to continue in charge of the road if possible. 


—Mr. Johnson Hagood has resigned his position as Presi- 
dent of the Carolina, Cumberland Gap & Chicago Co. It is 
understood that he resigned because there is no present pros- 
pect that the company will be able to build its projected line. 


—Major W. W. Vass, on the occasion of his fortieth anni- 
versary of his appointment as Secretary and Treasurer of 
the Raleigh & Gaston Railroad Co., has been presented by 
the company with a valuable set of silver ware, in recogni- 
tion of his long and faithful services. 


—Mr. Charles Paine, Past President of the American Society 
of Civil Engineers, has resigned his position as Second Vice- 
President of the New York, Lake Erie & Western Railroad 
Company to accept the position of Vice-President of the ‘‘Phil- 
adelphia Company,” which owns most ofthe natural gas proper- 
ties at Pittsburgh, and of which Mr. George Westinghouse is 
President. Mr. Paine leaves with regret his position on the 
Erie, where his duties and his associates were congenial, but the 
gas company, which seems likely to become one of the greatest 
enterprises in the country, made it for his advantage to go. 


—We regret to announce the death on Jan. 19 of Mr. F. W. 
Richardson, of Troy, N. Y. Mr. Richardson, though quite a 
young man, was well known as the patentee and manufac- 
turer of a very important and successful improvement in 
locomotives, the Richardson balanced slide valve. Mr. Rich- 
ardson inherited his mechanical skill, his father, Mr. G. W. 
Richardson being the patentee of a well-known form of safety 
valve. Having learned the trade of a machinist while young, 
the subject of our notice was for some years engaged in the 
United States light-house service, and erected the fog syrens 
at Block Island and other places. Mr. Richardson was 
widely known amongst railroad men, and was much liked 
and respected both for his amiable and genial qualities and 
his great mechanical ability. 


TRAFFIC AND EARNINGS. 


New York State Canals. 
The report of Superintendent of Public Works Shanahan to 
the New York Legislatures gives the ordinary repairs and 
expenses of the state canals for 1885 at $694,280. For im- 
proving the Champlain Canal the sum of $122,228 was ex- 
pended. 
The canals were opened May 11 and closed Dec. 1. 











Tonnage May 6 to Dec. 1, 1884.................6...... . 5,009,488 
Tonnage May 11 to Dec. 1, 1885..........ccecccccccceces 4,731,784 
I I pal ties eh cckc tase sacs Seta seds es 277,704 


The decrease was due principally to a decreased export de- 
mand for grain and the railroad rate war. During naviga- 
tion, however, four times as much grain was transported 
— Buffalo over the canals as over all the railroads com- 

ined. 

The season was an extraordinary one, no breaks. The 
water on the different levels was of uniform depth, and heavy 
rainfalls gave abundant water. Increased storage, how 
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ever, is still a necessity. The expenditure for improving the 
Hudson River up to Dec. 31, was $29,860. High water pre- 
vented the completion of the new dyke opposite New Balti- 
more, and the work of dredging at Troy. The required 
depth of water was maintained from Troy to Coxsackie. 

The experiment of enlarging lock 50, Erie Canal, so as to 
permit two boats to be locked at the same time proved a suc- 
cess. The Superintendent suggests that the locks at Port 
Byron, Jordan and Syracuse be next enlarged. This, he 
says, would do away with the necessity of uncoupling double- 
headers between Lyons and Utica, a distance of 107 miles. 
The Superintendent renews his recommendations of the pre- 
vious year for an increased water supply. He also suggests 
the restoration of the towpath to its original form. During 
the season 100 miles of towpaths were graveled. The accre- 
tion of silt at the bottom of the canal interferes with naviga- 
tion. The removal of this is recommended and the restora- 
tion of the original depth of water, 7 ft. For doing this 
work the Superintendent recommends that $100,000 be re- 
appropriated from the unexpended balance from former 
years of the ordinary repair fund, now in the State Treas- 
urer’s hands. 

Railroad Earnings. 
Earnings of railroad lines for various periods are reported as 
follows: 

Year to Dec. 31: 











1885. 1884 Ine. or Dec P.c 

Balt & Potomac. $1,323,091 $1,224,572 I. $98.519 8.0 
Net earnings... 554,540 385.633 I. 168,907 43.8 

Ches. & Ohio ... 3,322,040 3,538,605 D. 216,565 6.0 

Ches.,O.&S.W. 1,567,765 1,374,645 I. 198,120 14.1 

Des. M. & Ft. D. 382,420 354,032 I. 28,388 80 
Net earnings .. 120,420 101,6€3 iT. 18,747) =—18.4 

Gulf, Col.& S. F. 1,826,761 1,727 595 =I. 99,166 5.7 

Kentucky Cent.. 842,051 922,107 D. 80,056 8.7 

Mexican National 1,534,144 1,581,821 D. 47 677 3.0 

Nash., Chatta. & 

St..i..... .- 2,134,527 2.358.682 D. 224,155 9.5 
Net earnings. .. 860,138 1,015,739 D. 155,601 15.3 

N. Y..Sus. & W. 1,092,354 1,034,210 LI. 58.144 5.6 

Northern Cen. .. 21. D. 30,955 06 
Net earnings... 3 I. 181,824 8.8 

Pennsylvania... .. D. 2.951,884 6.1 
Net earnings... 18.039,902 D. 1,904633 10.6 

Phila. & Reading. 30,972,100 D. 1.741.617 5.6 
Eleven months to Nov. 30: 

Oreg. Short Line.. $1,677.726 $965,717 TL. $712,009 73.7 
Net earnings... 528,066 272,261 1. 255,805 94.0 
Month of November : 

Oregon Improve- 
mentCo.... .. $235,307 $305.057 D. $62,75 22.8 
Net earnings... 50,768 104.597 D. 53,829 5 

Oreg. Short Line. 177,800 193,939 D. 16,139 8&3 
Net earnings... 8,475 135,172 D. 86697 64.2 

St. Jo. & Grand 
PR 102,913 §7,309 1. 15.604 180 
Net earnings... 44.354 40,495 I. 3,859 9.6 
Month of December : 

Balt. & Potomac. $107,845 $100,137 I. $7.708 7.2 
Net earnings... 52,829 16.927 I. 35,902 210.1 

Ches. & Ohio.... 275,000 308,912 D. 33,912 11.0 

Ches., O. & S. W. 144.196 138,278 I. 5.918 4.3 

Des M. & Ft. D... 35.000 29,435 I. 5,565 18.9 
Net earnings... 17,£03 6,288 I. 11,515 182.8 

Gulf, Col. & 8. F. 205,880 142,648 I. 63,832 450 

Kentucky Cent... 55,000 66,730 D. 11.730 617.5 

Mexican National 129.665 125,031 I. 4.634 3.7 

Nash., C. & St. L. 193,327 197,512 D. 4.185 2.1 
Net earnings. 74,812 84,759 D. 9,947 11.7 

N. Y., Sus. & W 86,405 87,686 D. 1,281 1.4 

Northern Central. 507,699 442,269 1. 65,430 14.8 
Net earnings... 221,254 9.220 I. 132,050 149.0 

Pennsylvania..... 4,046,681 3,769,327 I. 277,354 74 
Net earnings... 1,359,200 1,096,229 I. 2A2Z971 24.0 

Phila, & Reading. 2,592,529 2.315 563 I. 276,966 1.9 
Net earnings.. 1,186,402 921,011 I. 265,391 28.8 
Second week in January: 

6. 1885. 

C.L.&L&cC. $34,857 $47,966 D. $13,199 27.0 

Kansas City, Ft. 

Scott & Gulf... 34,470 50,721 D. 16,251 31.4 

Kan. City, Spr. & 

BR conic: sdbewe 13,961 35,926 D. 21,965 61.0 

Long Island...... 36,844 38.71u D. 1.866 4.8 
Third week in January: 

Buff., R. & Pitts. 24,211 $19,980 I. $4,231 21.2 

Canadian Pacific. 301,000 80,000 I. 21,000 26.3 

Chi. & Alton.... 146,241 156,197 D. 9,956 6.4 

Chi. & East. Ill.. 36.230 29,957 I. 6.273 20.9 

Chi , Mil. & St. P. 349,000 334,702 I. 14,298 4.2 

Chi. & Nor’west. 319,700 314,600 1. 5,100 1.6 

Ch.,St. P., M. & O. 81,100 74,000 1. 7.100 9.6 

Denver & R. G.... 97,19) 91,527 I. 5,574 61 

Louvisv. & Nashv. 250,395 253.640 D. 3,245 1.3 

Mil., L. 8.& W. 23.535 16,355 I 180 448 

St. L. & San F. . 64,400 55,600 I 8,800 15.7 


Weekly earnings are usually estimated in part, and are 
subject to correction by later statements. Thesame remark 
applies to early statements of monthly earnings. 


Coal. 


Coal tonnages for the week ending Jan. 16 are reported as 
follows : 


1886. 188). Ine or Dec. P.c. 

pe eee 505,781 462,785 I. 42, 9.3 
Eastern hituminous....... 119,730 133,517 D. 13.787 10.5 
CE intencnd 42scedibdebous 37,363 41,275 D. 3,912 9.5 
The Southwest Virginia Improvement Co. shipped over 
the Norfolk & Western road from its Pocahontas and Flat 


Top mines in the year ending Dec. 31 last 512,603 tons of 
coal. An increased output is expected this year, and the 
company has already secured several large contracts for 
coal, 

Pennsylvania Railroad coal tonnage for the week ending 
Jau. 16 was: 





Coal. Coke. Total. 1885. 
Line of road...... 10°3,709 37,077 140 786 174,085 
From otherlines.. 44,124 286 44.410 57,988 
Total. .......... 147,833 37.363 185,196 232.073 
Year to Jan. 16. ..340,818 121.754 462,572 666,949 


Decrease for the week, 46,877 tons, or 20.2 per cent. ; de- 
crease for the year, 204,377 tons, or 30.6 per cent. 

Pennsylvania Railroad coal tonnage for the week ending 
Jan. 23 was: 


; Coal. Coke. Total. 1885. 
Line of road........ ... 149,580 O22 210,102 158,694 
From other lines ...... 75,964 1,278 77.242 51,976 

ae 25544 61,800 287.344 210.670 
Year to Jan. 23.........566,362 183 554 749,916 877,619 


Increase for the week, 76,674 tons, or 36.5 per cent.: de- 
crease for the year, 127,703 tons, or 14.5 per cent. 

Cumberland coal shipments for the week ending Jan. 2: 
Were 27,226 tons. Total to Jan. 23 this year, 115,074 ; last 
year, 112,880; increase, 2,194 tons, or 1.9 per cent. 


Petroleum. 


The production and shipments of the Pennsylvania and New 
York oil wells for December are given by Stowell’s Petro- 
leum Reporter as follows, in barrels of 42 gallons: 


1885. 1884. Inc. or Dec. P. c. 
Production............ 1,898,657 1,822,614 L. 76,043 4.2 
Shipments. ... .. ... 2,138,253 2.382.244 D. 249,991 10.2 
Stock, Nov. 30........ 34,428,841 37.366,126 D. 2,937,285 7.9 


The production was the largest reported for any month of 








1885. Of the totul the Allegheny District in New York 


furnished 12.0 per cent.; the Bradford District in Pennsyl- 
vania 38.1 ; the Warren District 12.0 and the Lower Dis- 
trict 37.9 per cent. 

The stock decreased 239,596 barrels during the month, 
that being the excess of shipments over production. 

There were 345 new wells completed during the month and 
42 dry holes developed. There were 277 new wells under 
the drill at the close of the month, with preparations to drill 
249 others in progress, 

The total shipments for 1885 were 23,713,326 barrels, 
against 33,657,599 in 1884. 21,979,369 in 1883 and 21,900,- 
814 in 1882. The year showed no material increase over 
1884, but maintained the increase over 1883 gained in that 

year, 

The total shipments 
barrels : 


for the month were as follows, in 





Crude, Refined Total. P. c. 

kT” 567,582 96.586 664,168 31.1 
Philadelphia... .......... 511.914 149,804 661,718 310 
Baltimore ......... . ... 57,867 30,519 88.3 6 4.1 
eds ins (cha easen 23 889 72,495 96,384 4.5 
eee er 255.213 119 
Pittsburgh........... nT. sserneas 85,787 4.0 
Local points 199,554 $7,043 286,597 13.4 
i naw cnatlncnnaeses 1,701,806 436,447 2,138,253 100.0 


In this statement the refined oil is that refined at the Creek re- 
fineries in the oil district ; it is reduced to its equivalent in 
crude, so that the totals express the entire amount of crude 
oil shipped to each point named, whether in crude or in re- 
fined form. The oil refined at Creek refineries was 20.4 per 
cent. of the total shipments. 


Chicago, St. Louis & Missouri River Assoviatior. 


A meeting was held in Chicago last week at which an attempt 
was made to settle disturbing questions. An understanding 
was reached in relation to commissions on business and sales 
of tickets tu outside offices. The Association refused to apply 
the rules governing business to Omaha, Kansas City and 
other Missouri River points to Northwestern territory (in- 
cluding St. Paul and Minneapolis), and the Chicago, Mil- 
waukee & St. Paul accordingly gave notice of withdrawal. 
Central Traftic Association. 

The following summary is published of the agreement made 
in Cincinnati last week by the general passenger agents of 
the roads forming this Association, subject to the approval 
of the general managers : 

‘* This association is formed for the perpen of a convenient 
and economical transaction of passenger business; the main- 
tenance of agreed tariffs, and for the prevention of rumous 
competition and unjust discrimination. The organization 
thus made is to be entitled The Central Traffic Association 
Passenger Committee. 

‘** Karnings to be divided as follows: A sum equal to the 
constructive gross earnings of the companies of lines accru- 
ing west of the western termini of the trunk lines, from all 
the passenger business (except immigrants) transported be- 
tween all points hereinafter described, computed at full and 
uniform tariff rates, shall be divided between the parties to 
this compact in the proportion which may be agreed upon, 
or, in case of failure to agree, which may be finally decided 
by arbitration under the rules of this committee, it being un- 
derstood by the committee that special fares for special occa- 
sions which may be authorized by this committee shall be re- 
ported for division at the special fare authorized; but such 
differential fares as may be authorized, made for the purpose 
of diversion of traffic to a particular line, shall be computed 
at full tariff in the division of earnings between the compa- 
nies or lines in the committee. 

“The business to be divided between the parties to the 
agreement is that between the Western termini of the trunk 
lines and Chicago, St. Louis, Cincinnati, Louisville, Indian- 
apolis, Logansport, Fort Wayne, Lafayette, Bloomington, 
Ill. ; Cleveland, Toledo, Colmabes, Dayton, Springfield, O.; 
Detroit, Mich., and points beyond via either of the above- 
named cities and between such other pomts as may be agreed 
upon. 

‘““The volume of the traffic is to be divided among the 
parties to the agreement as far as practicable, in such pro- 
portion as will enable each line to earn its allotted proportion 
of the receipts. 

‘* Regarding the diversion of traffic, the agreement pro- 
poses ‘ that companies or lines or parties thereto having con- 
nections or routes for passenger traffic not covered by the 
terms of the agreement, but which compete for traffic which 
may be transported by routes, parties to the agreement, shall 
not take any mesures to divert the traffic to such outside 
connections or routes, but shall use all proper and reasouable 
means to protect and increase the aggregate earnings to be 
divided under the terms of the agreement.’ 

‘* The agreement provides for a Chairman of the Passenger 
Committee, who shall also act as Secretary. 

‘* Whenever any question arises regarding the prcportion 
to be enjoyed by each company or line under the agreement 
for the division of passenger business concerning which the 
interested parties cannot agree, it shall, upon the application 
of either of them, be submitted to the arbitrator under the 
rules provided for such cases. 

‘* The matter of differentials is left almost wholly to the 
judgment of the Chairman. The Chairman also has complete 
control of commissions for ticket agents, reduced fares, re- 
bates, etc., to influence through passenger business. 


Boston Traftic Notes. 
The Boston & Albany road received from the New York 
Central 13,653 freight cars at Albany in December last, 
compared with 15,476 cars in December, 1884. 


Michigan General Passenger Agents’ Associa- 
tion. 
At the meeting of the Michigan General Passenger Agents’ 
Association in Grand Rapids, Jan. 21, the old agreement was 
adopted for the ensuing year without change, and the same 
rules in relation to passes, special rates, etc., will be enforced 
this year as last. 
Passenger Rates. 

At a meeting held in New York last week it is understood 
that the trunk line representatives decided to make no. effort 
to meet the cut in rates made by the Baltimore & Ohio, but 
to ignore that cut as far as possible, and to steadily maintain 
the west-bound passenger rates. 


Cotton. 


Cotton movement for the week ending Jan. 22 is reported as 
follows, in bales : 


Interior markets : 1886. 1885. Ince. or Dec. P.c. 
Receipts.... ...... 48.321 46.377 I. 1,944 4.2 
Shipments.... .... ... 69.068 53.156 I. 15,908 29.8 
Stock, Jan. 22. ...... 493,250 298,080 I. 195,170 65.5 

Seaports : 

Se 110.310 93,911 I. 16,299 17.5 
Fee 107,903 93,122 I. 14,781 15.9 
Stock, Jan.22 ......... 1,087,550 898,724 I. 188,826 21.0 


The total movement from oye for the crop year to 
Jan. 22 is estimated at 5,111,934 bales, against 4,805,610 
last year, 4,649,366 in 18§3-84 and 5,025,977 bales in 
1882-83, 
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Chicago-Ohio River Pool. 

At a meeting of this association in Chicago last week, it was 
agreed that the newly organized sixth pool, which includes 
all the business between Chicago and Green Line points 
south of Kentucky and Virginia and east ot the Mobile & 
Ohio road, should be so divided that 54 per cent. of the busi- 
ness should be given to the old members and 46 per cent. to 
the new members. The division between the old members 
was promptly agreed upon, but after much discussion the 
new lines failed to decide their percentages, and a fina] settle- 
ment was postponed. 


Southwestern Railway Association. 

A meeting of the general managers of lines in the Southwest- 
ern Railway Association ‘was held in Jhicago, Jan, 22, the 
time being given up to hearing arguments from representa 
tives of merchants of St. Louis and Kansas City in relation 
to the alleged discrimination against those cities in favor of 
Chicago. Several elaborate arguments were made, and the 
representatives of the lines present agreed to give the matter 
immediate consideration. 


Middle and Western States Freight Association. 
A meeting of this Association was held in Cleveland, O., 
Jan. 20. The first point under discussion was the proposi- 
tion to issue 1,000-mile tickets to shippers at the rate of 2 
cents per mile. After along discussion no conclusion was 
reached, the Michigan roads standing out for 1!; cents per 
mile, and it was resolved to refer the whole matter to the 
Central Traffic Association. The committee appointed to 
adopt a uniform bill of lading was not ready to present a 
final report, so that no action was taken on that point. 


The Railway Car Association. 
The following is dated Buffalo, N. Y., Jan. 18: ‘* Com- 
mencing from date, please send all junction reports and all 
other information relative to the movements of Swift Re- 
frigerator line cars, numbered from 1 to 999, inclusive, to 
C. W. Cushman, Manager the Railway Car Association at 
Buffalo. 

‘The mileage of these cars should be reported to and 
settled with G. F. Swift, President Swift Refrigerator Trans- 
ee ag Co., No. 72 Exchange Buildiag, Union Stock 
rards, Chicago.” 


RAILROAD LAW. 


Fire—Remote Damages. 

In the case of Seale against {he Gulf, Colorado & Santa 
Fe Co., the petition alleged that the defendant company, 
through negligence, allowed sparks of fire to escape from its 
passing engine, which set fire to grass and weeds which they 
had allowed to accumulate on the right of way, and that it 
spread on to the land of the plaintiff and was about to be 
communicated to her fence; to prevent this her daughter 
was engaged in fighting the fire, and in so doing ber clothing 
took fire and caused her death, and this without negligence 
on her part. This suit is by her mother for damages for her 
death. 

The Texas Supreme Court now holds affirming the decision 
of the Circuit Court that the consequences were too remote 
and the negligence charged ¢gainst the company cannot be 
considered as the proximate cause of death. 


OLD AND NEW ROADS. 


Baltimore & Ohio.—In Trenton, N. J., Jan, 25, the 
Committee on Riparian Rights of the New Jersey Legislature 
gave a hearing on the corcurrent resolution recently offered 
in the Legislature, requesting Congress not to authorize the 
construction of a bridge over the Arthur Kill, which resolu- 
tion had been referred to the committee. Arguments in favor 
of the bridge were made by Messrs. Keasbey, Robeson, 
Cowan and Wyman, and against it by Mr.;Courtland Parker. 
The Assembly, on Jan. 27, passed a resolution protesting 
against the building of any bridge without authority from 
the state. 








Baltimore & Potomac.—This company’s statement 
for December and the year ending Dec. 31 is as follows : 

















———Decen:ber.—— = ~Year, -———— 

1885. 1884 5 1°84 
Earnings...... $107,845 $100,137 $1.82 aL $1,224.572 
Expenses. . . 55.016 83,216 768,551 838,939 
Net earnings. $52,829 $16,927 $554,540 $385,633 


For the year the gross earnings increased $98,519, or 8.0 
per cent., and the expenses decreased $70,388, or 8.4 per 
cent., the result being a gain of $168,907, or 43.8 per cent., 
in net earnings. 


Buffalo & Geneva.—This company has been organized 
to build a railroad from Buffalo, N. Y., eastward to Geneva, 
about 190 miles. An effort will be made to secure the best 
and most direct possible line, with easy grades, and the sur- 
vey of the line will begin as soon as the weather will permit. 
The officers of the new company state that they do not repre- 
sent and are not connected with any existing line, but the gen- 
eral belief is that the project is in the interest of the Lebigh 
Valley, as the new road will connect with that company’s 
Geneva, Ithaca & Sayre road at Geneva. 


Chesapeake & Ohio.—This company has had a survey 
made for a branch line from Gordonsville, Va , to Alexandria. 
The line will be nearly parallel, but some distance from the 
Virginia Midland. Officers of the company state that it has 
not yet been decided whether the line shall be built or not. 


Chicago, Calumet & Eastern.—This company has 
filed articles of incorporation to build a railroad from Chi- 
cago through Calumet to Hammond, Ind. 


Chicago & Eastern Illinois.—The gross and net earn- 
ings for the first half of the fiscal year were as follows: 





' 184. Increase. P c 

Earnings... pate 928.311 $857,743 370.568 8.2 
Expenses . ......... 470,275 457,654 12,621 2.8 
Net earnings ....... $458,036 $400,009 $57.947 145 
This shows a substantial increase in net eernmgs. The de- 


crease shown thus far in January in gross earnings is largely 
due to snow-blockades and other temporary causes. 


Chicago, Milwaukee & St. Paul.—A meeting of the 
directors was held in New York Jan. 23, the proceedings 
of which were not made public, but it is stated that the board 
decided to begin work on the extension from Ottumwa to 
Kansas City. It is reported that there was considerable op- 
position to this plan, and that it was not unanimously reached. 
It is also stated that the cgst of the proposed extension will 
be met by a further issue of bonds under the Chicago & Pa- 
cific Western Division mortgage. 


Cincinnati, Indianapolis, St. Louis & Chicago. 
—Surveys are to be made for an extension of this company’s 
Columbus, Hope & Greensburg branch from Columbus, Ind., 
to Bedford, where it will connect with the Bedford & Bloom- 
field road. It is also reported that negotiations are in prog- 





ress for the purchase of that road, which is now owned by 
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the Indianapolis Rolling Mill Co., and that, if purchased, it 
will be changed from 3 ft. to standard gauge, and probably 
extended westward toa St. Louis connection. 


Clearfield & Jefferson.—This company, which was 
organized last year to build a railroad’ from Irvona, Pa., the 
terminus of the Bell’s Gap road, westward to Punxsutawney, 
a distance of 40 miles, has let a contract for the construction 
of its line from Irvona to the Susquebanna River, a distance 
of 16 miles. Tke road when completed wiil be leased to the 
Bell’s Gap Railroad Co., and that company will indorse the 
bonds of the new road, which. are to bear 6 per cent. interest 
and are not to exceed $25,000 a mile. The stock and bonds 
of the new company are now offered to the stockholders of 
the Bell’s Gap Co., each holder of 20 shares of that com- 
pany’s stock being entitled to purchase $500 in bonds and 
$500 in stock of the Clearfield & Jefferson Co., the price to 
be paid being $500. 


Columbia & Broad River.—This company has been 
organized to build a railroad from Columbia, 8S. C., follow- 
ing nearly the line of Broad River, to Prosperity. a distance 
of about 50 miles, through a very good country. 


Columbia & Laurens.—This company bas been char- 
tered in South Carolina to build a railroad from Columbia, 
by way of Newberry, to Laurens. 

Denver & Rio Grande Western.--The Coppell Com- 
mitee announce that they did not secure a majority of the 
Denver & Rio Grande Western bonds under their plan of re- 
organization, and they have returned the bonds to their 
owners. 

President Palmer issues the following notice: ‘* The Coppell 
Committee having advertised the abandonment of their plan 
and the return of deposited securities to the owners, it is to 
the common iuterest of bondholders that all should now unite 
on the resumption plan, and that such as have not already 
done so should exchange the required coupons for trustees’ 
certificates, as provided therein. Such speedy fulfillment, by 
removing any further uncertainty as tothe tuture position of 
the bonds, will enable all energies to be concentrated on the 
development anc improvement of the common property, 
and warrant further increase of confidence in its outcome.” 


Des Moines & Fort Dodge.—The gross and net earn- 
ings for December and for the year ending Dec. 31, were as 
follows: 








-—— December -— — - Year ~ 

1885 1884. 1885. 1884. 
Gross earnings....... $35,000 $29,455 $382 420 $354,032 
Operating expenses.. 17,197 23.147 262.000 252,369 
Net earnings........ $17,803 $6,288 $120,420 $101,663 


For the year the gross earnings increased $28,388, or 8 per 
cent., and the expenses $9,631, or 3.8 per cent., leaving a 
gain of 18,757, or 18.4 per cent. in net earnings. 


Duluth, St. Cloud & Denver.—This company has filed 
articles of incorporation to build a railroad from Duluth, 
Minn., to St. Cloud, and thence westward. 

East Tennessee, Virginia & Georgia.—Mr. Nelson 
Robinson, who held proxies of the controlling interest in East 
Tennessee stock at the recent election, having returned from 
Europe, held a conference last week with Mr. Robert Flem- 
ing, of Dundee, Scotland, and other bondholders of the road. 
After an interchange of views, it was resolved to draft a new 
plan for the reorganization of the property. This will be 
submitted in a few days, and ar. outlineof the plan which 
will be offered has been reported as follows: The consol 
bonds and interest up to Nov. 1, 1886, (112 per cent.) will 
receive 83 in new 5 per cent. consols and the other 29 per 
cent. in new 5 per cent. tirst-preferred stock. The income 
bonds are to receive second-preferred 4 per cent. stock 
and be assessed 4 per cent., for which assessment they will 
get first-preferred stock. The present preferred and com- 
mon stocks are to get the new common stock of the company 
by paying $6 per share on new stock; and for this assessment 
they shall get second-preferred stock. The preferred gets 
share for share of the present holdings, and c@nmon gets 40 
per cent. of present holdings. The whole issue of new com- 
mon stock is to be $27,500,000. 


Eastern.—A lively controversy continues between the 
directors elected at the recent meeting and the trustees. The 
directors have issued a lengthy circular, setting forth the 
reason for their election, and taking exception to what peed 
characterize as the arbitrary action of the trustees, and call- 
ing attention to the remarkable character of the statements 
contained in the trustees’ circular of last week. Auother let- 
ter has also been issued, excepting to the refusal of Mr. Phil- 
lips to entertain motions made at the bondholders’ meeting, 
and its attempt to prevent the bondholders from taking any 
action at that meeting. An equally sharp and lengthy re- 
ply. from the trustees is now in order. 

he suit brought to test the validity of the election of the 
directors at the recent annual meeting came up in the Su- 
reme Court in Boston Jan 25 for hearing. The petitioners 
in the case seek to have the election set aside on various 
grounds. It is claimed that certain certificates belonging to 
the sinking fund were voted on by the trustee, when they 
have been cancelled, and also that the proxies of the certifi- 
cates held by the corporation of Haivard College were not 
properly executed, and that votes cast upon these properties 
should have been rejected. 


Houston & Texas Central.—The present receivership 
of this road was ordered on the suit of the Southern Develop- 
ment Co., for money advanced to the company to pay in- 
terest and for other purposes. An attempt was made to 
arrange matters with the bondholders, but with very little 
success, they being apparently disposed to take matters into 
their own hands, In consequence of this determination the 
trustees under the different mortgages have received the 
necessary instructions on Jan. 21. Messrs. Easton and Rin- 
toul, trustees under the first mortgages on the main line and 
the Western Division, filed bills of foreclosure in the United 
States Circuit Court at Galveston. The bill alleges default 
in interest and sinking fund payments and also the total in- 
solvency of th» company, and asks for the usual decree of 
foreclosure and sale. At the same time the Farmers’ Loan 
& Trust Co., of New York, trustee, filed a similar bill for 
the foreclosure of the first mortgage of the Waco & North- 
western Division. Ail the trustees made themselves parties 
to the suit of the Southern Development Co. and are contest- 


ing the prior lien which it claims. It is understood that the 
ti will prosecute these foreclosures actively, with the 


intention of securing the foreclosure of the road. 


Indianapolis, Decatur & Springfield.—The New 
York Times of Jan. 24 says: ‘This company recently 
sought to discontinue the suit which it had brought against 
the Central Trust Co. of New-York for having negligently 
managed an exchange of bonds. of the railroad company and 
without authority delivered 181 of the bonds to Alphonso 
Duprat, the railroad company’s former Secretary, which 
Duprat was accused of having appropriated. The trust com- 

. Pany opposed any discontinuance unless the testimony of Mr. 
Duprat, who is a confirmed invalid and has been incapaciated 
for a long time from active business, was taken. {n this 
Judge Brown, of the United States District Court, concurred, 
and, under an order made by him, the testimony of Mr Du- 
prat was taken. It appeared from that testimony and from 


| the receipts, checks, and other vouchers produced that the 

bonds were delivered by the trust rp 908 y to the railroad 
company with full authority, and that so coy thes M1. Duprat 
having appropriated the bonds, their proceeds were used to 
assist the railroad company in paying some of its debts when 
it was in gfeat straights for money. The trust company has 
authorized its counsel to institute a suit against the Receiver 
of the road for libel and malicious prosecution, for having 
instituted the abandoned suit and sworn to the statements in 
its complaint.” 


Jamesville & Washington.—The Philadelphia parties 
who bave bought this road announce their intention of at 
once putting the line in good condition and pytting on regular 
trains. They purpose also extending the road from the north- 
ern terminus at Jamesville on the Roanoke,to Suffolk, Va., 
taking in for that purpose the narrow-gauge road now in 
operation from Buckland in Gates County to Suffolk, and 
will run trains over the Norfolk & Western. from Suffolk to 
Norfolk. They also propose extending the road from Wash- 
ington westward to Goldsboro, and thence southward to 
Wilmington, although this southern extension has apparent- 
ly not been fully decided on, and may be changed for a line 
from Washington to Newberne and thence southwest to Wil- 
mington, the intention of the company being to build a line 
from Norfolk to Wilmington by the most available route. 


Kanawha & Ohio.—This company has filed articles of 
incorporation in Ohio, covering a line from Corning to Point 
Pleasant, on the Ohio River. The company is organized by 
the parties who bought the River Division of the Ohio Cen- 
tral at the foreclosure, and who have already organized in 
West Virginia. 


Kansas City, Des Moines & St. Paul ---This company 
has been organized to purchase the Des Moines, Osceola & 
Southern road and extend it lo Kansas City, according to the 
original plan. 


Lackawanna & Pittsburgh.---The Court has refused 
to grant an order directing the Receiver to pay certain 
balances due the Pittsburgh & Western Co. on freight line 
contracts, on the ground that there are no fundsto make the 
payments. 


Lake Erie & Western.—lIt is said that the chief — 
in the plan of reorganization, Which the company will shortly 
submit, are the issue of consolidated 6s at par for the La Fay- 
ette, Bloomington & Muncie Is; consolidated 5s at par for 
Lake Erie & Western 1s, and at 80 for Sandusky Division 1s. 
The income bonds are to be exchanged for preferred stock at 
150 for La Fayette, Bloomington & Muncie incomes, 75 for 
Lake Erie & Western, and 70 for Sandusky Division ts. The 
common stock is to be called on to pay an assessment of $6 
per share. Some modifications in this plan are possible. 


Little Rock & Fort Smith.—It is} reported that this 
company has closed negotiations for a sale of the remainder of 
its land grant for $750,000, This money will be applied to 
the reduction of the bonded debt. 

The company has a plun for the extension of its road from 
Fort Smith, through the Indian Territory to Arkansas City, 
Kan., a distance of about 250 miles. This road cannot, of 
course, be built without authority from Congress, as it will 
pass through the Indian Territory, and the company will 
probably make application for the necessary legislation 
shortly. 

Little Rock & Hot Springs.—This company has filed 
articles of incorporation to build a railroad from Little Rock, 
Ark., to Hot Springs. Besides furnishing a direct line be- 
tween these two points the road will pass through the lead 
deposits about 10 miles from Hot Springs. The principal 
stockholder is Joseph Reynolds, who is the proprietor of the 
Hot Springs road, running from Hot Springs to Malvern, on 
the Iron Mountain road. 


Louisville, Evansville & St. Louis.—It is announced 
thata majority of the first-mortgage bonds have been de- 
posited with the trustee in favor of the proposed plan of re- 
organization, thus probably insuring its success. 


Macon & Dublin.—This company, which has done 
some work on a projected line from Dublin, Ga., to Macon, 
is negotiating for a sale of the road to the Savannah, Dublin 
& Western Co., lately organized. 


Maryland Central.—In the Circuit Court of Baltimore 
County, Jan. 19, Mr. J.C. Wrenshall, who was appointed 
Receiver Oct. 24, 1884, filed his report and asked the court 
to relieve him from the receivership. The court after full 
examination approved the report and reluctantly consented 
to grant Mr. Wrenshall’s petition and relieved him from the 
charge of the road. The court then appointed William Gil- 
mor and Samuel Spencer Receivers on behalf of Robert Gar- 
rett and son and other bondholders. Mr. Spencer is an 
officer of the Baltimore & Ohio. 

Mr. Wrenshall’s report shows the condition of the road and 
rolling stock at the time he took charge and their improved 
condition. It states that he has paid from the revenue of the 
road over $25,000 debts contracted before his appointment, 
and $6,000 for extraordinary repairs, made necessary by the 
flood of August last, besides a large amount for improvement 
of the property. 


Missouri Pacific.—A St. Louis dispatch says that a 
contract for grading the branch of this company’s Iron 
Mountain line from bald Knob, Ark., to Memphis, has been 
let to L. I. Bush and Erskin Smith, who are to begin work 
immediately. 


Nashville, Chattanooga & St. Louis.—The state- 
ment for December and the six months of the fiscal year 
from July 1 to Dec. 31 is as follows : 


———December—-— - ——---Six months.——— 

1885. 1884. 1885. 884. 
Earnings ..... $193.327 $197,512 $1,107,309 $1,213,591 
Expenses. 118,315 112.753 659.251 688.862 
Net Earnings $74,812 $84,759 $498,058 524.639 
ee 8. ree 338.015 342,931 
I ET Te ee $110,043 181.708 


For the six months this shows a decrease in gross earnings 
of $106,192, or 8.7 per cent. ; in net earnings of $76,581, or 
14.6 per cent., and in surplus of $71,665, or 39.4 per cent. 


New Jersey & New York.—A meeting of the stock- 
holders was held at the office in Jersey City, Jan. 27, to dis- 
cuss the question of consolidating with the Hackensack Rail- 
road, which forms a part of the main line of the road and 
has heretofore been leased by the company. There was con- 
siderable discussion, and charges were made that the stock- 
holders had been kept in the dark as to the management of 
the road and all information had been refused them. It was 
also charged that nearly all the stock of the Hackensack 
Railroad was held by one of the directors. The consolidation 
was, however, approved by a two-thirds vote, the minority 
protesting. 


New York Central & Hudson River.—The report 
that this company will build a new branch from Schenec- 
tady, N. Y., to Saratoga, has made its appearance, as usual. 
It comes around rf year about this time, but no assur- 
ances can be obtained as to its truth or falsity. 





} New York, Chicago & St. Louis.—In Cleveland, Jan. 


23, answers were filed by the company andthe Union Trust 
Co., trustee, to the cross-petition tiled in behalf of the Equip- 
ment Co., by its trustees. The cross-petition claimed the 
rolling stock now on the road as the property of the trustee. 
In the answer the company claims that about $2,000,000 
had been paid on the purchase price o° the oe 7p before 
the cross-petition was filed and that the terms of the contract 
have not been kept. The Court is asked to require of the 
trustees a full account of its expenditures and also an account 
of certain trust funds deposited in the M-tropolitan National 
Bank in New York, which, it is claimed, were invested in 
worthless securities and lost. 

The Committee of car trust certificate holders publishes a 
notice that of the $4,000,000 total issue of these car trust cer- 
tificates, there are only $252,000 not controlled by them. 
The rolling stock securing all these certificates is advertised to 
be sold Feb..15 next, and the committee give notice that they 
will represent only the car trust certificates that may be de- 
posited in the First National Bank, New York, subject to 
their order up to and including Feb. 10, 1886. 


New York & New England.—It is now reported that 
negotiations are near)y completed for a traffic arrangement 
between this company and the New York, New Haven & 
Hartford which will invelve very close relations between the 
two companies and will be almost equivalent to a lease, while 
it will be free from the objection which might be raised in 
case of a lease. 

At a meeting of the board held in Boston, Jan. 26, the sub- 
ject of a lease or agreement with the New York, New Haven 
& Hartford Co. was discussed, and a committee consisting of 
Messrs. Haven, Hignison and Kingsbury was appointed to 
confer with the New Haven Co. 

At this meeting a protest or notice was served on the board 
to the effect that suit will be brought to recover possession of 
the road and protesting against any lease or other disposition 
of the property on that account. The suit referred to is 
understood to be the old Boston, Hartford & Erie suit to set 
aside the foreclosure under which the road passed into pos- 
session of the present company. 


New York, New Haven & Hartford.—President 
Watrous says that this company has made no proposition for 
a lease of the New York & New England road and has taken 
no action in that direction. The board will give fair consid- 
eration to any proposal which may be submitted by the New 
England Co., but what its action may be is uncertain. 


Northern Central.—The statement for December and 
the year ending Dec. 31 is as follows : 








—-—December—— ——--——Year- a 

1885. 1884. 1885. 1884. 
Rarnings .... ... ..$597,699 $442.269 $5,490,922 $5,521,877 
Expenses..... ....... 286,445 353.049 3,255,614 3,468.393 
Net earnings...... $221,254 $89.220 $2,235.308 $2,053.484 


For the year the gross earnings decreased $30,955, or 0.6 
r cent., and the expenses $212,779, or 6.1 per cent., leav- 
ing a gain of $181,824, or 8.9 per cent., in net earnings. 


Northern Pacific.—The contract for building the tunnel 
at the summit on the Cascade Division has been let to Mr. 
Nelson Bennett, of Montana. The contract price is said to 
be $800,000. The tunnel will be nearly two miles long, and 
it is expected that it will take nearly two years to complete 
it. 

Ohio Valley.—Grading on this road has been completed 
from Henderson, Ky., to Morganfield, about 15 miles, and 
work has been begun on the line from Morganfield to De- 
koven. Track-laying has been begun at Henderson and the 
rails are reported down for 3 miies. 


Oregon Improvement Co.—Gross and net earnings in 
November and for the fiscal year ending Nov. 30, were as 
follows : 

——November.—— 

1885. 1884 
Earnings $2°5 307 $305,057 
Operating expenses.. 184.539 200,460 


Year - —— - 
1883-4. 

$%,414,048 

2,572,840 


1884-5. 
$2.811.957 
2,200,041 

Net earnings....... $50,768 $104,597 $611,916 $841,208 

The Boston Herald reports: ‘‘ The Oregon Improvement 
Co.’s second mortgage was executed yesterday, and the bonds 
are printed. They will run 10 years and bear 8 per cent. 
semi-annual interest, being sulject to call at par on any 
coupon day. The amount will be $700,000 or $800,000, and 
they will be offered to stockholders within afew days. These 
issued, the fixed charges of the road, including sinking fund, 
will be a little rising of $400,000 per year. The net earnings 
for the year ended Nov. 30, 1885, were some $610,000, and 
the last fiscal year was a bad one. The company has some 
$100,000 cash on hand, and could begin paying dividends 
this year but for the policy to first retire the bonds soon to be 
issued. The floating debt is all owed to the Oregon & Trans- 
continental Co., except about $70,000. The second-mortgag: 
bonds will pay this entire indebtedness.” 





Oregon Railway & Navigation Co.—This company’s 
statement for the first half of its fiscal year (beginning July 
1) is as follows : 





Gross. Expenses. Net. 

STEM TE $210,012 $195,864 
August, 44 8 225.998 217.460 
September. 57 266.971 310,638 
October... ..... 666,212 291.692 376,520 
November. 629,672 286,902 342,770 
December.... . 487.900 283,000 204 .900 

RR acto rine $3,260,679 $1,569,525 $1,646,154 


The company’s railroad lines are just now suffering from 
a snow blockade, which is not as bad, however, as that of a 
year ago, and does not seem likely to last as lorg. 


Pennsylvania.—This company’s statement for December, 
as compared with December, 1884, shows for all the lines 
east of Pittsburgh and Erie an increase in gross earnings of 
$277,354, an increase in expenses of $14,383, and an increase 
in net earnings of $262,971. The year 1885, as compared 
with 1884, shows for the same lines a decrease in gross earn- 
ings of $2,951,884, a decrease in expenses of $1,047,251, and 
a decrease in net earnings of $1,904,633. 

Carrying out these changes we have the following statement: 





— December——— --————Year— 

1885. 1884 1885. 1884 : 
Earnings ........ $4.046,681 $3,769.327 $45,615,024 $48,566,918 
Expenses... . 2,687,481 2,673,098 29,479,765 30,527,016 


Net earnings... $1,359,200 $1,096,229 
Pr. cent. of exps 66.4 70.9 

All lines west of Pittsburgh and Erie for the year 1885 
show a deficiency in meeting the liabilities of $1,082,064, 
being an increased deficiency as compared with 1884 of 
$220,172. 

Philadelphia & Reading.—In the United States Cir- 
cuit Court, in Philadelphia, Jan. 26, the petition of Mr. Alfred 
Sully, representing $600,000 of the mortgage bonds, to be 
admitted as intervening plaintiff in the Robinson suit, was 

ranted. Mr. Sully has already been admitted asintervener 
in the Kelsey suit. : 

The statement of business of the Philadelphia & Reading 
Railroad and Coal & Iron companies for the month of De- 
cember, 1885, as compared with the same month in 1884, 








$16,135.269 $18,039,902 
64.6 62.9 
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shows an increase in gross earnings of $547,403; an increase 
in expenses of $308,027; increase in net earnings, $239,376. 

President Gowen’s plan for the reorganization of the com- 
pany is apparently his old one of an issue of $100,000,900 
new bonds at a low rate of interest, which are to be used to 
retire or pay off all the present debt, both funded and float- 
ing, of both the Reading companies. It is said, however, that 
he will add to this the organization of a trust company, which 
is to take the new bonds and advance the money as needed. 
All holders of Reading stock and bonds are to asked to 
subscribe to the stock of this trust company, and thus supply 
the means of paying their debts. 


Portland & Willamette Valley.—Work has been 
begun on this read, which will extend from Portland, Ore., 
southward to Townsend, the present northern terminus of 
the Oregonianroad. It isintended to give that narrow-gauge 
line a connection of its own with Po d. The rails have 
been ordered, and the intention is to complete the road by 
July. The terminus will be in South Portland, where the 
company has secured property with a good water front. 


Rochester & St. Paul.—This company has been 
organized to build a direct connection between Rochester, 
Minn., and St. Paul. It has not yet been decided whether 
a new line will be built for the entire distance or whether a 
road will be built from Rochester to a connection with the 
Minnesota & Northwestern near West Concord, which is the 
line favored by a number of the incorporators. 


Rome, Watertown & Ogdensburg.—This company 
has recently purchased 6 new passenger and 2 ba e cars, 
all equipped with the Westinghouse automatic brake. The 
company has also ordered 150 box and 50 coal cars of 20 
tons capacity, these additions to the equipment being made 
necessary by increasing traffic. 


St. Catharines & Niagara Central.—At the annual 
meeting, Jan. 25, the directors reported a considerable 
amount of grading and other work done on tbe line between 
Thorold, Ont., and Niagara Falls. 


St. Joseph & Grand Island.—The following state- 
ment is made for November and the seven months from May 
1 to Nov. 30. 








——-November.—-— —— Seven months.——. 

885. 1884. 1885. 1884. 
Earnings ......... $102,913 $87,309 $653,176 $698,682 
Expenses......... 58,559 46,814 420,356 519,770 
Net earnings... $44,354 $40,495 $232,820 $178,912 
For the seven months the gross earnings decreased $45,506, 


or 6.5 per-cent., and the expenses $99,414, or 19.1 per cent., 
leaving a gain of $53,908, or 30.1 per cent., in net earnings. 


St. Paul, Fort Snelling & Minneapolis.—This 
company has filed articles of incorporation in Minnesota to 
build a railroad from a point in St. Paul to Minneapolis, 
with a branch to Fort Snelling. It is intended to operate the 
road by steam, using light engines and cars, and running 
very frequent trains between the two cities at low fares. 


Salem & Poplar Bluff.—It is proposed to build a rail- 
road from Salem, Mo., which is the centre of a large iron 
industry and a terminus of a branch of the St. Louis & San 
Francisco road, southeast about 100 miles to Poplar Bluff, 
on the St. Louis, Iron Mountain & Southern road. The 
road will pass through a country now without railroads and 
which contains a great deal of valuable timber. 


Saratoga & Almaden.—Work is p ing steadily 
on this California road, with some delay caused by severe 
weather. The track is reported laid to Saratoga, Cal., 10 
miles eastward from the starting point at Murphy, on the 
Northern Division of the Southern Pacific road, and grading 
is in progress from Saratoga to New Almaden. 


Savannah, Florida & Western —It is stated that this 
company has agreed to build a branch from Quitman, Ga., 
to Monticello, Fla., provided a reasonable amount of aid is 
given along the line. Committees have been appointed to 
secure the required amount, which, it is believed, can be 
secured without difficulty. 


Soldier Run.—This company has been organized to build 
a railroad from Reynoldsville, Pa., on the Low Grade Division 
of the Allegheny Valley road, to Rathmel, a distance of 4 
miles. It is intended to reach some new coal mines, and the 
coal firm of Bell, Lewis & Yates, of Buffalo, are the principal 
incorporators. 


South Bend & Benton Harbor.—This company has 
been organized to build a railroad from South Bend, Ind., 
to the Michigan line, near Buchanan, a distance of 14 
miles. 


South Pennsylvania.—In accordance with its decision 
as heretofore announced, the Circuit Court at Harrisburg 
has entered a decree continuing the injunctions against a sale 
of this road to the Pennsylvania or the Bedford & Bridgeport 
Co. Exceptions to the decree were filed. 


Texas & Pacitic.—The Receivers announce their inten- 
tion of improving the present condition of the road as fast as 
the money at their command will permit. Contracts have 
already been placed for 1,000 tons of steel rails and 350,000 
Lew ties, and they hope to be able to continue the laying of 
steel rails at the rate of about 1,000 tons per month. 


Tonawanda Valley & Cuba.—In the New York Su- 
preme Court, in Buffalo, Jan. 25, a motion was made on behalf 
of the Metropolitan Trust Co., trustee, for the removal of the 
Receiver, on the ground that he does not operate the road. 
On behalf of the Receiver it was shown that he suspended 
operations because he had no money and was unable to con- 
tinue payment of wages and other expenses. After hearing 
this answer the court denied the motion and continued the 
Receiver in charge. 


Wabash, St. Louis & Pacific.—The Receivers have 
closed the large shops at Springfield, Ill., for an indefinite 
time, the object being to reduce expenses. Over 300 men 
were employed in these shops. 


West Shore.—As recently stated, the work heretofore 
done in the Buffalo shops of this road has n transferred 


to the New York Central shops in that city. It is under- 
stood that the Buffalo shops, which are well equipped, will 
be used as repair shops for the New York Central Sleeping 


_ Co., and the work of that company will shortly be taken 
ere. 








ANNUAL REPORTS. 


The following is an index to the annual reports of railroad 
companies which have been reviewed in previous numbers of 
the current volume of the Railroad Gazette : 
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Richmond & Danville. 


This company owns the Richmond & Danville (including the 
Piedmont road) from Richmond, Va., to Greensboro, N. C., 
189 miles, with 12.2 miles of branches, and the Northwest- 
ern North Carolina road, 25.2 miles. It leases the Rich- 
mond, York River & Chesa e, Richmond to West Point, 
38 miles; the North Carolina road, Goldvboro, N. C., to 
Charlotte, 223.1; the Atlanta & Charlotte Air Line, Char- 
lotte, N. C., to Atlanta, Ga., 269; making 756.5 miles 
worked in all. The re is for the year ending Sept. 30. 
The company controls and works the Milton & Sutherlin, 
6.8, and the State University road, 9.2 miles, which are 
reported separately. Through the Atlanta & Charlotte 
lease, it controls 70 miles of narrow-gauce branches in 
Georgia. Through the Richmond & West Point Terminal 
Co., it controls the Charlotte, Columbia & Augusta, the 
Columbia & Greenville, the Georgia Pacific, the Western 
North Carolina and the Virginia Midland roads, 1,580 miles 










of road in all. 
The general account is as follows, condensed: 

SAS. icnsasdeabdad (Ree «uegnaeaabenn Kee wEsamee $5,000, 
PR ONO, 5. debt inetsldsccveewes cveedece 9.384.500 
Bills and accounts payable. 767,443 
Interest and rentals... 671,039 
Sundry balances due... 82,458 
SEE BPE sire nonce duis sen cio -pb0beense 1,360,308 

OD ij ncogi Soc nacca these cl b6e00s+ibe keene -$17,265,748 
Road and equipment................. 2-206. $9,386,283 
Betterments, leased lines .. ... ... ........ 992.917 
Stocks, bonds, advances, etc..............++ 6,178,369 
ee err eee 335,578 
Accounts and balances receivable..... .... 217,905 
De aitnnint k6qaiteh hasan meeaetEncanathannd 154,696 

—_——_— $17.265,748 


The funded debt consists of $3,000 old seconds ; $627,5 
consols of 1867 ; $4,785,000 general mo e bonds and 
$3,969,000 debentures. During the year there was a de- 
crease of $602,600 consols and an increase of $767,000 

eneral mortgage bonds; a net increase of $163,400 in 
funded debt. 

The passengers and freight carried were as follows : 


1884-85. 1883-84. Inc. or Dec. P.c. 
Passengers carried........ 386 667.360 D 


’ eS . 7.974 1.2 
Tons freight carried....... 1,451,646 1,327,037 I. 124,609 9.4 


The increase in tonnage is notable, as last year was not 
generally favorable to the freight traffic of southern lines. 








The earnings for the year were as follows : 
1884-85. 1883-84. Inc. or Dec. P.c. 
NE us So baceeecdcd $2,660,755 $2,520,562 I. $140,193 5.6 
Passengers... .... ..... 985.7 960,325 I. 25,384 2.6 
Mail and express....... 248,471 239.945 D. 1,024 0.4 
BRINE, GED ccccces 00 ove 96,420 94,838 I. 1,582 1.7 
I ic cyl $3,981,355 $3,815,220 I. $166,135 4.4 
POE ccc. covecssses 2,231,486 2,218,977 L 12,509 0.6 
Net earnings.... ..... $1,749,869 $1,596,243 I. $153,626 9.7 
Gross earn. per mile. .. 5,263 5,043 I. 220 4.4 
e - oe on 2.313 2,110 I. 203 9.7 
Per cent. of exps... ... 56.1 58.2 D. ae 


Expenses include taxes and al] renewals of road and equip- 
ment. 
The expenses were divid’d as follows : 





——1884-85.—— —— 1883-84.—— 

Amount. P. Amount. P.c 

Conducting transportation. $694.487 17.4 53.352 8917.1 
Motive power......... ... . 616,553 15.5 621,105 16.3 
Maintenance of cars........ 214.632 5.4 198.456 5.2 
Maintenance of way........ 486,128 122 537,355 14.1 
General expenses. ... 219,686 5.6 208,709 5.5 
Total .. «see eee $2,231,486 56.1 $2,218,977 58.2 


The only considerable change was in maintenance of way, 


which shows a decrease of $51,227, or 9.4 per cent. The 
other changes are not large. 
The result of the year was as follows : 
ee I  , ., ccnace asecece stbbene sessed $1,749.869 
ELS” .cciee aks vetcchenels seeheeie 17,793 
ON eee ee $1,767,662 
Oe ee per 562,386 
~ Cl, rs 48,361 
MREIEN OE DUDE GRUR «5 oc coi60kie.cs s0500000500 872,350 
——— 1,483,097 
AE EEE ET Ree ene 284,565 
New construction and equipment. ............ $114,812 
Betterments At. & Char. Air Line... .......... t 
-——__ 221,048 
Balance over all expenditures..................... $63,517 


The rental paid for the Richmond, York River and Chesa- 
peake is $85,850; the Piedmont road, $60,000; the North 
Caroliva road, $260,000, and the Atlanta & Charlotte Air 
Line, $466,500. 

The report says : ‘‘ The roadway and _ track have received 
the necessary repairs aud attention. New steel rails to the 
amount of 6,000 tons have been put in on the several divis- 
ions. Tbere have been 11,000 ft. of sidings added anda 
full complement of ties, say 190,000, have been used during 
the year in the improvement of track.” 

Improvements include two new iron bridges, the filling of 
several trestles and one new station. Four heavy locomo- 
tives were bought; 2 passenger, 1 postal and 88 freight cars 
wers built in the shops. 

The report says: ‘*‘ Th> general traffic of the company has 
been well maintained during the year, as shown by the re- 
sults above stated; and with the gradual disappearance of 
business depression now visibly going on, its continued im- 
provement may reasonably be expected. 

‘In May last $610,800 of the company’s consol bonds issued 
under the mortgage of 1867 became due and were satisfied 
and canceled, leaving $2,900 that have not been presented 
for payment. 

~ ee of interest on the debenture bonds has been 
declared or made during the past oe. The entire surplus 
of anne over fixed charges and construction account has 
been applied to payment of obligations issued for betterments 
and improvements of prior years, and which have been car- 
ried since their issue, the surplus earnings of those years hav- 
ing been insufficient for a eres at the time. 

‘** The directors have dee it for the best interests of all 
classes of security holders to continue a policy of improve- 
ment of the company’s railroad and property, to meet the 
conditions of inc ing traffic; and this polic y is made 
necessary by the improved facilities of competing lines.” 





Connecticut River. 


This yy owns a line from S ‘ae d, Mass., to South 
Vernon, 30 miles, with branches tb Ch , 2.35 miles,’ and 
to Easthampton, 3.50 miles. It leases Ashuelot road, 
from South Vernon to Keene, N. H., 24 peu, meting a 
total of 55.85 miles owned and 79.85 worked. The report is 
for the year ending Sept. 30. 

The company controls the Vermont Valley road, from Brat- 
tleboro, Vt., to Bellows Falls, 24 miles, and the Sullivan 
County road, from Bellows Falls to Windsor, 26 miles, but 





their operations are not included in the report, 


The general account is as follows, condensed : 
EEE cccnccesses concccensss 0n0b0es9s00006s 


acer se hond don eeten oss dt coven! 60 ene esbe, e8ted 
Road and equipment 








Other permanent investments....... ...... 99,610 
Materials and supplies......  ........ 95,771 
Notes and accounts receivable ............. 562,150 
DP Nngcsiassine cos, saustckicssdeh tncannens 63,079 
. — 4,197,598 
The unfunded debt is made up of $625,000 notes payable, 


$224,633 accounts and balances payable, and $1,136 divi- 
dends unclaimed. The company has no funded debt. 
The earnings from traffic for the year were : 
1884-85. 1883-84. Inc. or Dec. 











Pec 

Passe IS. .....,.... .... $355,922 $371,796 D. $15,874 4.3 
Freight. Se Ae aevenseoees . 446,701 461,552 D. 14,791 3.2 
Mail and express........ : 27,611 27,465 L 146 0.5 
AEE Sree eo $830.294 813 D. $30,519 3.5 
PES 6050ss sorecnenee 596, 631,214 D. 34,308 5.4 
Net earnings............. $233,388 $229,599 I. $3,789 1.7 
Gross earn. per mile....... 10,398 10,780 D 382 35 
Ne ~ Par! Restsaen 2,923 2,875 I. 48 17 
Per cent. of exps....... .. 71.9 73.3 Dz. i ae 


Expenses include taxes and also all improvements of road, 
nothing having been added to property account. 
he expenses for the year were divided as follows: 





——Per cent.—-— 

Amount. Ofexps. Of earn. 

Maintenance of way.... ... .. $181,345 30. 21.84 
Repairs of equipment. .. 68,202 11.42 8 22 
Transportation............ 244,795 41.02 29.48 
a eee 44.4 7.45 5.36 
cases os <owswond s4>60200 vores 58,075 9.73 7.00 
sas Sikes snd sce ceheesbea en $596,906 100.00 71.90 


Miscellaneous expenses include the general office expenses, 
legal exvenses, insurance, and similar items. 
ihe result of the year was as follows : 


Net traffic earnings, as above..... .......... rer 
SD, HNNNUs DEBiese scccccccccncesss ye vccete-ceen ae 
ee pedesebwinedsceuceeeseheciesse heeenen 272,222 
DNR ncicene coseisesodes iscescesseseues 22,174 
NG Gae: Anbu sles sebted: teccee wos sncenesal ann 
Dividends, 8 per cent......... .......0s0+. .. +++. 189,600 
——- 241,428 
Balance, surplus for the year..... ...... -see+-. $30,704 
Surplus from previous year.. .............-. ... $946,317 
Less sundry deductions...... ....... eebeiieth 282 
—-—— 946,035 
Total surplas, Sept. 30, 1885.................esecees $976,829 
The total receipts of the company, including rents and 
miscellaneous, were $869,128 ; a decrease from the previous 
year of $31,880, or 3.5 per cent. 
The traffic for the year was as follows : 
1884-85. 1883-84. Decrease. P. c. 
ETE 594,949 607,063 12,114 2.0 
Passengers carried...... 1.415.701 1,477,949 62,248 42 
Passenger-miles... ..... 15,165,876 15,629,660 463,784 2.9 
Tons freight carried .... 606,345 636,120 29,775 4.8 
I 2 555 owevene 15,093,085 15,115,967 22, 882 0.1 
Average rate; 
Per passenger-mile..... 2.34 cts. 2.37 cts. O0.03ct. 1.3 
Per ton-mile...... ...... a * 3.05 “ 0.09 * 2.9 


The average passenger journey last year was 10.71 miles ; 
the average freight haul, 24.90 miles. The —- per 
revenue train-mile were 169.1 cents ; the expenses, 121.5 ; 
the net earnings, 47.6 cents. 

During the year 412 tons of heavy steel rails and 52,515 
new ties were laid, and the road and equipment generally 
were kept in good condition. The new passenger station at 
Holyoke was completed. The total cost, including that of 
bridges and other works necessary to do away with the grade 
crossings there, has been $127,533. 

The decrease from the income has been from the passenger 
department and in through freight, while in local freight 
there has been a substantial increase. The reduction in 
expenses was made notwithstanding the payment of $58,660 
for various items of improvements, which might have been 
charged to the property account. 


Pittsburgh Junction. 





This —er owns a line across Pittsburgh, Pa., 444 
long, with a branch 1 mile long, 5's miles in all. The road 
connects the Baltimore & Ohio with the Pittsburg & West- 
ern and also with a number of factories and furnaces. 

The report presented at the annual meeting this week for 
the year ending Dec. 31 last says: ‘‘ Owing to the fact that 
there is not cient time to get proper and full statement 
of the earnings and expenses for the year ending Dec. 31, and 
the time fixed by law for the annual meeting, your board is 
compelled to approximate the same as follows : 


Earnings ($18,182 per mile).......... Oe 
Expenses (15.3 per cent.)........... ....e.0 Ce 
Net earnings ($15,383 per mile) ...... .... $84,705 


‘The business during the past year is in the main satis- 
factory. Owing to the development and use of natural gas 
as a fuel, the depression in consequence of loss of local busi- 
ness in the coal trade, and the universal depression in all 
industries, the revenue of the Pittsburgh Junction has, like 
all railroad properties, suffered thereby. 

‘* With the improvement of business which is looked for in 
the coming year, and the development of new markets for 
Pittsburgh gas coal, it is expected that the business for the 
ensuing year will show a marked and decided improvement 
on that of the past.” 





Rome, Watertown & Ogdensburg. 


This company owns a main line from Norwood, N. Y., to 
Suspension Bridge, 286 miles, with 132 miles of branches, 
making 418 miles in all. The following figures are from ad- 
vance sheets of the report of the Railroad Commission for 
the year ending Sept. 30. 

The earnings for the year were as follows : 





1884-85. 1883.84. Inc. or Dec. P.c 

Ns Scie wiasnac’ $1,702,732 $1,691,753 L $10,979 0.6 

Expenses... .. -.- ... 3,095,053 1,058.931 I. 36,122 34 

Net earnings... ... $607,679 $632,822 D. $25,143 4.0 

Gross earn. per mile. 4,074 4.047 L. 27 06 

Net a P*  eecees 1,454 1,514 D. 60 4.0 
Per cent. of exps......... 643 62.6 L Rie os 


_ The increase in expenses was somewhat greater than that 

in gross earnings, leaving a small decrease in net earnings. 
mses do not include taxes. 

result of the year was as follows : 


~ 





Net earnings, as above.... .... Sees, § | 
Income froma other sources... ..... . ... . .. 40,689 
bight Semanins ee deetncadens shebenads $648 318 

TeeDOTOSS,, GROG, POMBRTD, GBB. ooo o ee oss casks cccavscacconse e32 871 
gg co nikiainien $15 447 
there was a surplus of $27,959, and in 1882-83 


In 1883-84 
a deficit of $137,180 for the year, 








New York, Ontario & Western. 
This company owns a line from Middletown, N. Y., to Os- 
wego, 248.5 miles, with 47 miles of branches. It leases the 
West Shore line from Middletown to Weehawken, 77.1 miles, 
making 372.6 miles worked. The report is for the year end- 
ing Sept. 30. 

Since the close of the year the company has acquired the 
_ from Weehawken to Cornwall, 25 miles, as noted he- 

ow. 

The equipment includes 73 locomotives; 47 passenger, 14 
combination and 19 baggage, mail and express cars; 21 milk, 
477 box, 62 stock, 650 flat, 637 coal and 22 caboose cars; 3 
derrick and 3 tool cars. 

The general account, condensed, is as follows : 





CEO at x chscetaccs we ee wescse cocteceeicn $58,113,983 
PIII: slocuadcGhdscebs.des sss er cone dccneese 2,000,000 
First-mortgage 6 per cent. bonds... ... .......-... 134,000 
Bills, accounts and balances payable ........ .... 1,443,441 
Income account, balance.............  cceseseesecee ‘ 498, 

UR es accotn cd caw Cad isd beste es senaeievsas-can anced $62,190,031 
Road and property ............--... 2... «. $53,434,226 
Cost of line Weehawken to Middletown... 6,727.495 
West Shore & Ontario Terminal Co... .... 677,210 
Materials OW MANE... 006. csdec ccccccecdeee 221,433 
Discount, taxes. CtC...........-ceccscecens 33,133 
Accounts and balances....... ..........+.. 1,057.464 
RARE: OR SNL BAL RRL ee y 

62,190,031 








Since the close of the year a settlement has been made with 
the North River Construction Co. which reduces the floating 
debt below $1,000,000. 

The earnings for the year were as follows : 


5 1883-84. Inc. or Dec. P. 





1884-85. Cc. 

Earnings.... . ..... $1,979,637 $1,919,138 I. 4 3.1 

Expenses.......... . 1,652,760 1,754,644 D. 101,874 5.8 

Net earnings ...... $326,877 $164,504 I. $162,373 98.7 

Gross earn, per mile. 5,313 5,151 I. 162. 3.1 

Ne = = ee &77 442 |. 435 98.7 
Per cent. of exps.... 83.5 91.4 D. | ae 


The earnings last year were made up as follows : Freight, 
$1,125,063; passengers, $672,752; mail and express, $77,- 
243 ; miscellaneous, $25,217 ; interest, $79,362 ; total, 
$1,979,637. Expenses include taxes, which amounted to 
$88,800 last year. 

The expenses per train-mile were, in cents : 


1884-85. -—-1883-84.-—, 

Total. P.c. Total. a 

onducting transportation... .... 34.72 46.0 37.42 43.2 
ORI TO OE  v a kcicinsc ccccscccs 20.15 26.7 22.66 26.2 
Maintenance of cars.............. 5.02 6.6 4.31 5.0 
Maintenance of way .......... - 11.12 14.7 14.95 17.3 
General expenses. ................ 4.50 6.0 5.33 6.1 
RRS ERIE eee ere eee arene ee ctaois 1.89 2.2 
Maes salen nne scattascebiss 75.51 100.0 86.56 100.0 


Train mileage here includes all trains, working and switch- 
es well as revenue trains. 
he result of the year was as follows : 





DEORE CU, GUO oe 0 0c) ek ceidinelss cn cceescccigusasnc $326,877 
rere pack’ $4,840 
Rentals, leased line and terminals.... ........... 292,101 

— 296,941 

Surplus for the year....................cceee eee cone $29,936 


Expenditures for new construction and equipment last 
year were $139,774, against $704,613 in the previous year. 








Renewals (included in expenses) were 2, tons of steel 
rails and 115,461 new ties. Since the close of the year 17.6 
miles have been relaid with steel, leaving 115 miles of track 
still laid with iron. The work of rebuilding bridges and _fill- 
ing. trestles has been continued. 

be traffic for the year was as follows: 

Train-miles; 1884-85. 1883-84. Inc. or Dec. P.c 
Passenger... ......... 616,215 591,273 I. 24.942 4.2 
| rer 495,52 524,402 D. 28,874 5.5 

RN SNp-bctncw ovae's 268,764 257,951 I. 10,813 4.2 
Work, etc.... ... Sees 18.192 234,224 D. 216,032 92.3 
West Shore trains... . 387,682 303,940 I. 83,742 27.5 

, | A ee 1,786,381 1,911,790 D. 125,409 6.6 
Passengers carried.... 1,089,581 * 944,093 I. 145,488 15.4 
Passenger-miles....... 39,730,135 32,485,364 I. 7,244,771 22.3 
Tons freight carried.. 1,470,808 1,004,248 I 466,560 46.4 
FORMAIOE «00.505. vos . 93,583,089 69,964,956 I1.23,618,133 35.7 

Average rate; 

Per passenger-mile ... 1.69cts. 1.96 cts. D. O.27ct. 13.8 
Per ton-mile .......... 1.20 * Sao ** D. C26 226 


Leading items of freight were 444,049 tons coal, 200,493 
tons grain and 124,805 tons lumber. The milk carried was 
35,918 tons, an increase of 28.3 per cent. 

The report gives a long statement of the difficulties brought 
upon the company by the failure and reorganization of the 

est Shore road, and gives the following account of the set- 
tlement just effected: ‘‘ Under the original lease of the road 
from Weehawken to Middletown, which was prior to the 
West Shore mortgage, the Ontario Co. agreed to pay as a 
rent 25 per cent. of the gross earnings from all business upon 
the leased line, which it guaranteed should not be less than 
$500,000 per annum. 

“Tn 1884 the lease was modified by annulling this guar- 
antee, and excepting from contribution to rental the receipts 
from business originating on or destined to the Ontario & 
Western road (north of Middletown), until such time as the 
so receipts from all business on the leased line should equal 

2,000,000 r year for two successive years. 

“The modifying —— referred to was claimed by the 
Trustee under the West Shore mortgage to be invalid as 
against the bondholders under that mortgage, and although 
the Ontario Co. was not a party to the West Shore foreclos- 
ure action at the time the decree was taken, the purchasers 
at the sale and the reorganized company insisted that the 
modifications were not effectual as against them. 

‘The Ontario Co., with the West Shore Co., guaranteed 
the payment of the principal and interest on $10,000,000 
first-mortgage bonds of the Terminal Co., and as joint lessee 
with the West Shore Co. of the terminal property was liable 
for the payment, as rent, of the interest upon all indebted- 
ness of the Terminal Co., as well as for the expenses of the 
care and maintenance of the property in proportion to the 
use thereof. * * * * * 

‘* Under these circumstances, it seemed vital to effect some 
arrangement through which the Ontario Co. would avoid 
litigation, be relieved of its obligations in respect to the ter- 
minal and the leased line, stiJl retain a satisfactory means of 
communication with New York, and yet receive some com- 
— for the sums which represent the cost to it of the 

eased line and the terminal facilities. Such a settlement was 
finally made, which, so far as it affects the road and the 
terminal property, is contained in the agreement dated Jan. 
1, 1886, a copy of which is submitted with this report. 

‘; This adjustment releases the Ontario Co. entirely from 
all its obligations under the leases of the road and the termi- 
nal property, and from its guarantee upon the terminal bonds, 
which guarantee has been cancelled ; gives the Ontario Co. 
title in fee of the Middletown Branch, 25 miles in length ; 
sean go to the West Shore Co. and the Central Co. as its 

lessee the operation of the road south of Cornwall, reserving 
to the Ontario Co, the right, until May 12, 2079, to run its 
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own trains between Cornwall and Weehawken, and to have 
its passengers and freight transported through the terminal 
and to and from New York. 

‘The Middletown Branch is free from and the trackage 
and terminal rights underlie the new West Shore mortgage. 

‘* The rates which the Ontario Co. is to pay for the use of 
the road are, and must continue to be, very low, while the 
charges for terminal services are reasonable and such as our 
business will warrant paying. 

‘* The West Shore Co. acquires no interest in the through 
business done upun the Ontario trains, and the number of 
trains is entirely within the discretion of the Ontario Co. 

‘* Further, the holders of a majority of the preferred stock 
have agreed to exchange their stock for bonds under the po 
visions of an act of the Legislature recently passed providing 
for such exchange. This arrangement when perfected wil 
ee the election of all the directors with the common 
stock.” 


Richmond & Allegheny. 


This company owns a line from Richmond, Va., to Clitfon 
Forge, 230.25 miles ; branch from Balcony Falls to Lexing- 
ton, 18.96 ; the Tidewater connection m Richmond, 1.31 ; 
the Buckingham connection, 0.33 ; the Valley Railroad con- 
nection in Lexington, 1.40 miles. It leases 0.72 miles of the 
Valley road, and the Buckingham Railroad, New Canton to 
Arvon, 3.91 miles; a total of 252.25 miles owned and 
256.88 worked. The Henrico road, formerly leased, is not 
now worked. The road is built on the line of the old James 
River & Kanawha Canal, which was bought by this com- 
pany. 

: The road is in the hands of Lawrence Myers and Decatur 
Axtell, receivers in suits pending for foreclosure, and they 
have made a very full report for the year ending Sept. 30 
last. 

The equipment includes 19 locomotives ; 16 passenger, 2 
observation, 3 sleeping and 10 baggage cars ; 273 box, 47 
stock, 412 flat, 12 gondola, 50 coal and 10 caboose cars ; 3 
service cars. 

The general account, condensed, is as follows : 


Thad uaarieken ehh aick tage imam chee. Ghhet dkeichees $5,000,000 
IN ces ee ined enone jobccsin. ccs. J 
NE COU WING. «. cnc s cctidencerccese Sunccceees ave 393.000 
Receivers’ certificates .............ccccesccesece «© ene 209,500 
Bills payable and other liabilities............ 886,929 
EE EES 5 fc haneceae scans, teen cvcteantceres 356,616 
er eee eet a ee ME 
Road and property ...... .... $14,486,768 
PINE WE ascccscic conisece ces 241. 
Msc satodsswuas 1s «40d icnskces 33,798 
Accounts and balances... ...........++. 42,241 
7 REAR Say pe ey eee 35,438 
——_-——_ 14,840,045 


Receivers’ certificates increased $60,500 and car trusts de- 
creased $23,000. Stock and funded debt were unchanged. 
The funded debt includes $4,925,000 firsts, $2,964,000 
seconds, $34,000 improvement bonds and $71,000 Manches- 
ter city bonds. There are alse $75,000 firsts. $1,036,000 
seconds and $82,000 improvement bonds pledged as collateral 
for floating debt, and $113,000 improvement bonds held by 
trustees. 

The earnings for the year were as follows: 














1884-85. 1883-84. Inc. or Dec. P.c. 
Freight..... ... ....... $337,226 $331,650 I. $5,576 £7 
re 152,348 160,150 D. 7,802 49 
Mail, etc........ ...... 44,533 49,722 D. 5,189 10.4 
Water rents and docks. 55,484 62,56. D. 7,077 11.3 
MR icccicenseeseana $589,591 $604,083 D. $14,492 24 
Expenses........... .. 404,91 420,104 D. 15,186 3.6 
Net earnings....*... $184,673 $183.979 I. $694 0.4 
Gross earn. per mile.. 2.317 2,301 : 16 O7 
Net * » 5 721 71. i. 20 03 
Per cent. of exps...... 68.7 69.5 D. Os .. 


The gross earnings of the railroad, excluding all receipts 
from water power and docks, were $534,107, or $2,099 per 
mile; the expenses $376,827, or 70.5 per cent., and the net 
earnings, $157,280, or $618 per mile. 

The income account is as follows, condensed: 





SpA OACMUNER IDE GONG. 60256. a0 6s 205decistanawasnamees ..$184,673 
Renta, taxes, interest, OtC........ 2 cccccccccccccccccceces 82,173 
RNID Foca eS ccs taka Rw alesee since CASPASE he Os $102,500 
SGOT OEE COTSIORUES BON... cikcceiies SC iisencss woesecss » 60,500 
Increase in accounts payable, etc............. ...eeeeeeee 1,887 
NR sinccnnteael mo. spaseeenceeenancsess woes ....9164,887 
Construction, equipment and real estate.......$79,677 
Buckingham R. R. bonds..........-...5...00.0+ 29,000 
IRIE. og: cess ccnsee <icaccecsove cocces See 
Car trust certificates redeemed ................ 23,000 
Bridge bonds redeemed ...........6 wesc seees 4,000 
Increase in cash, etc., and decrease in bills .. 26,910 sisi 
a. ,887 





Anarrangement has been made by which further payments 
under the car trust, after one payment of $17,000 is made, are 
deferred for five years, and interest is reduced to 5 per cent. 

The traffic for the year was as follows : 





1884-85. 1883-84. Inc. or Dec. P. c. 
Passenger train miles 313,389 270,180 I. 43,209 16.0 
Freight train miles ... 218,467 258,373 D. 39,906 15.5 
Total locomotive miles. 633,049 666,641 D. 33,592 5.0 
Pass. car miles........ 1,138,658 1,069,890 I. 68,768 6.4 
Freight car miles...... 3.985,967 3,682,623 I. 303.344 82 
Passengers carried.. . 155,000 148,528 I. 6.472 4.4 
Passenger-miles. .... . 5,999,889 5,492,373 1. 407,516 7.3 
ons freight carried.. 320.130 305,157 I. 14,973 49 
Oe =e 28,183,853 24,549,022 I. 3,634,831 14.8 
Av. train load: 
Passengers, No ....... 19.1 21.0 D. 1.9 9.0 
Freight, tons........... 129.0 95.0 I, 34.0 35.8 
Average rate: 
Per pas-enger mile.... 2.540 cts. 2.860 cts. D. 0.320ct. 112 
Per ton nile............ ioe 1.434 “ D. 0.237 * 16.5 


The average rate per ton-mile east-bound was 1.023 cents; 
west-bound, 1.792 cents. The average rate per passe ger- 
mile was, regular, 3.19 cents: commutation and mileage 
tickets, 2.12 cents; excursion,.0.78 cent. The express busi- 
ness amounted to 988 tons carried 88,680 miles, at an average 
rate of 22.176 cents per ton-mile. While the rate on local 
freight was 1.963,cents per ton-mile, that on connection 
freight was 0.801 and on through freight 0.572 cent. Local 
freight furnished 35.2 per cent. of the total ton-mileage, con- 
nection freight 58.8, and through freight 6.0 per cent. The 
earnings per passenger train mile were $0.60 and for freight 
train mile $1.54, Locomotive service cost 12.2 cents per mile 
run. 

During the year many improvements have been made in 
road, bridges, buildings, and equipment. The obligation to 
drain the abandoned levels of the canal has been complied 
with, and much of the old bed has been leased to holders of 
adjacent property. 

n order to protect the company’s ownership of part of the 
Rivanna Canal, control of the whole line of 25 miles has been 
obtained, and boats are now run for the whole distance. The 
Buckingham Railroad has been completed, and was operated 
for five months of the year. 

Several new bridges and a change of alignment at several 





points are still needed to put the road in good condition. 


| JANUARY 29, 1886 


Rochester & Pittsburgh. 


This company operates lines from Rochester, N. Y., to 
Salamanca, 10814 miles; Buffalo to Ashford Junction, N. Y., 
47 miles; Silver Lake, N. Y., to Gainesville, 1 mile; 
Bradford Junction, N. Y., to Punxsutawney, Pa., 1371; 
miles; a total of 294 miles. The line operated is owned, 
with the exception of 38 miles, from Johnsonburg, Pa., to 
Custer, the use of which is leased from the New York, Lake 
Erie & Western Co., for $55,200 yearly and a proportionate 
share of the cost of maintenance. 

The following statements for the year ending Sept. 30 last 
are from the report presented at the recent annual meeting. 

The earnings for the year were as follows: 


884-85. 1883-84. Inc. or Dec. 





1 P.c 

Earnings........ ...$1.216,679 $1,069.932 I. $146,747 13.7 

Expenses.... ...... 849,224 790,964 I. 58,260 7.4 

Net earnings...... $367,455 $278.968 I. $88,487 31.7 

Gross earn. per mile. 4,134 3,639 A 495 13.7 

et - - 1.250 949 1. 301 31.7 
Per cent. of exp’s... 69.8 739 OD. vee 


This shows a very considerable increase in both gross and 
net earnings. 
The result of the year was as follows : 


EE EE EE EE A Re ree $367,455 
Interest, taxes and rentals. ...... 1a: pablo mile-aee biel) vale 6 hime 
MM relvans. obs. dursaddcoksscscetesds Seat seaten $117,445 
oT eee ee eee er 
BE ER oem ee ree ery ee meee 192,764 
Total deficit for the year. ........... sesccssccccccces $324,495 


In addition to the above, there have fallen due and been 
extended $77,000 of car trust bonds. The above does not in- 
clude interest on the second mortgage bonds, which were 
being foreclosed. 

The road has been sold under foreclosure of second mort- 
gage, and is now being reorganized as the Buffalo, Roches- 
ter & Pittsburgh. 





Richmond, Fredericksburg & Potomac. 





This company owns a railroad from Richmond, Va., to 
= 83 miles. The report is for the year ending Sept. 
30 last. 

The equipment includes 17 locomotives; 15 passenger, 2 
postal and 7 baggage and express cars; 50 box, 47 flat, 1 coal 
and 10 caboose cars; 18 material or service cars. 

The general account is as follows, condensed : 

Common stock 


sea CemONRAT” 9: se Sabasds sGkaes +++. $1,793,900 
tbe Rigdeacae te. Gob envannwansibmidle 500, 
EM cin.ss sicivink shine sion scat. sammie chest nanaeee 
I eck ccs orien udantaehececaanhecceemneeent 817,811 
SIND x5. nina! tue a0 ede beasienssdaamabecgaeh 100,745 
PE II oon.» 5:5 Saicesecnas: 24% sass sa be seen ebanemaasa 166,408 
EE ect tccs. | cweilcercck sos Gunes saadtpabe eemese $3,379,864 
Road and equipment Pais bicetee)sininy 6-4nac 
Materials on hand.......... pea ts la abies 39,455 
Accounts and balances receivable... 221,897 
Cash. pie, Scan Deana soannsmen ses 43,404 
—- 3,379,864 





The funded debt includes $681,436 bonds due at various 
dates and $136,375 certificates of indebtedness. Of the 
guaranteed stock; $19,300 bear 6 and the rest 7 per cent. 
interest. 

The earnings for the year were as follows : 











1884-85. 1883-84. In:.or Dec. P.c. 
Passenger trains.... . $324,519 $317,090 I. $7,429 2.3 
Freight trains 144.893 152,107 D. 7,214 4.7 
| eran 2,501 2,508 D. 7 0.3 
ae ‘ . eee. $47L,9L3 $471,705 I. $208 0.1 
PRINS icc acc hechcons osae 280,097 28,840 D. 9,743 34 
Net earnings.... .... ...... $191,816 $181,865 I. $9,951 5.5 
Gross earnings per mile...... 5,686 5,683 I. 3 0.1 
Net _ Titese ess 2,311 2,191 IL. 120 5.5 
Per cent. of expenses ........ 59.4 61.5 D. Me xs 


Expenses include all renewals and additions to'property 
and equipment. 

The result of the year was as follows : 
Net earnings as above 


A anNis Guha hciboaiic 6 4 ee denier akan ee 
Interest on bonds and loan.... Oe 
Dividends on guaranteed stock.... ............ 34,835 

—-— $5,459 

Bers Lor UNO FORE os «icin svcd cc cseasecasoonenene $106,357 


No dividends were paid on the common stock. The 
surplus was equivalent to 5.9 per cent on that stock. 
The traffic for the vear was as follows : 


Train miles: 1884-85. 1883-84. Inc. or Dec. 











c. 
Passenger........ 197,623 202.324 D. 4,701 23 
Pa 107,120 107,217 D. 97 O01 
eer oe 12,430 D. 2.7 

ROGGE: i.s6i5050s sprees 316,839 321, ‘ 32 16 
Pass. car miles. ... 1,018,298 f I, 154,352 17.9 
Freight car miles ..........1,951,069 31,259 1.6 
Service car miles . ........ 217,728 6.012 2.7 
Passengers carried. 218.110 8.385 4.0 
Passenger miles.... .......9,724.325 667,193 7.4 
Tons freight carried : 166,961 - 635 3.9 
PIII icc eke vse wecknos 9,303,055 1. 421,776 4.7 

Av train load: 

Passengers, No Sakae sae 45.0 440 I 10 2.3 
Freight, tons.......... ree 84.8 89.6 I 4.2 5.2 

Av. rate; 

Per passenger mile...... .. 2.60 cts. 2.69cts. D.0.09ct. 3.3 


WT 685 o vovecevccwe 1.59 * ae" Dem ~~ 


The freight traffic includes 2,918 tons express freight car- 
= 219,506 miles, at an average rate of 8.63 cents per ton- 
mile. 

During the year 1,000 tons of steel rails and 35,311 new 
ties were used in renewals. The road is now all laid with 
steel. A new passenger engine and an express car were added 
to the equipment. 

The President’s report says: ‘‘ On Dec. 1, 1884, under the 
decree of court mentioned in last annual report, there were 
issued to guaranteed stockholders dividend obligations to the 
amount of $43,330 and the sum of $3,664 paid to them as 
dividends thereon. In other respects the condition of the 
contest between guaranteed and common stockholders as to 
the issue of dividend obligations remains substantially the 
same as at last report. The board earnestly recommends 
that the two classes of stockholders settle the difficulty as 
speedily as — either amicably or by forcing to a con- 
clusion the litigation commenced. 

‘* The bonds of the company mentioned in last report as 
coming due July 1, 1885, were upon that date extended for 
16 years at 5 per cent. interest. 

‘* The accommodation for passengers at Eighth and Byrd 
street station (Richmond) have been altogether inadequate 
and unsuitable for many years past, but the difficulty of ob- 
taining ground suitable for the erection of a proper passen- 
ger station could not be surmounted until the state author- 
ized the sale of the square bounded by Byrd, Canal, Seventh 
and Eighth streets, which it did at the last session of the 
Legislature. At the sale of this peopety in March last it 
was purchased for the sum of $53,001 jointly by your com- 
pany and the Richmond & Petersburg Railroad bo. Upon 


ad 
~ 





it the two companies are now erecting a suitable passenger 
station,” g ° 





a an 2 eee oe oe ee 
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